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AN APOLOGY. 

This week’s issue of The Traffic World is smaller 
than usual and in many cases will probably be late 
inreaching subscribers. Both these conditions are 
due to a strike in the plant of the concern that 
prints the magazine. “We have done the best we 
could in the circumstances and beg the indulgence 
f our patrons. 


REGULATION OF STATE RATES 


The Commission’s decision in the Royster Guano 
Company case, printed elsewhere, requiring the de- 
struction of the North Carolina fertilizer rates by 
he substitution of the scale prescribed by the 
Lommission, may be the forerunner of other simi- 
lar decisions the effect of which might be to re- 
love the state commissions from the field of rate 
regulation until such time, if ever, they find a way 
Rgain to become powers in that field. 

Though Director-General McAdoo is claiming 
he power to make rates within staté lines, there 
is more than a question as to whether Congress 
a given or intended to give him such power. 
But there is no such question about the power of 
he Commission to make rates to remove discrimi- 
hations, the effect of which may be the same as if 
thad the power, specifically conferred, to make all 
rates within state lines. If there should be a court 
itcision to the effect that the Director-General 
had no such power, or if it should be decided un- 
“ise to try to exercise it, then all he would have to 
0, if he did not wish to appeal to Congress for a 
lirect grant, would be to file formal complaints 
ith the Commission and ask it to kill rates that 


THE TRAFFIC WORLD 


1229 


discriminate against interstate commerce. No 
doubt he could accomplish his purposes in many 
cases by this means. 

Of course, that would not be the natural step, 
in view of the fact that the President and Congress, 
by the action they have taken, have virtually held 
the Commission to be incompetent either to oper- 
ate the railroads or to regulate their rates, but it 
would be effective, because it would not cause as 
much friction as the other way. While a majority 
of Congress has virtually held the Commission to 
be incompetent, shippers generally do not agree 
with either the President or Congress on that mat- 
ter, and they have better knowledge than either 
the President or Congress. They are also on good 


terms with the state railroad commissioners, but 
orders from the Commission requiring the destruc- 
tion of state rates would command their support, 
while the opinions and orders of the Railroad Ad- 
ministration, at least until it had become educated, 
would be received with doubt and misgiving. 


THE McADOO POLICY 


We are informed now from Washington that Di- 
rector-General McAdoo, through the cutting off of 
railroad presidents and the vice-presidents, treas- 
urers and general managers whose functions have 
to do with finance or traffic, the cutting down of 
passenger-train service, and his other economies, 
thinks he can take care of the entire increase in 
wages recently ordered, and that to this extent the 
revenue derived from the advanced rates provided 
for in his general order number 28 will be “velvet” 
for the government, or that the rates can be re- 
duced. 

We know we are getting something of a reputa- 
tion as a critic of the Railroad Administration. We 
are not ashamed of it, though we confess to a cer- 
tain sensitiveness to misunderstanding of our mo- 
tives and that sometimes, for this reason, we keep 
silent when we are moved to speak, even though 
we can conceive of no way in which our speaking 
might result in harm. But there are some things 
that cannot be passed in silence. 

Aside from any question of the wisdom of dis- 
missing all vice-presidents having to do with traffic, 
when the very purpose for which the railroads were 
taken over by the government was the more effi- 
cient handling of traffic, what kind of policy is it 
that would increase freight and passenger rates to 
an unheard-of level in order to make a profit—not 
for the railroads, but for the government itself; or 
what is to be said of an administration that thus 
increases rates and then, a few days after its action 
and before the advanced rates have even become 
effective, talks of reducing them because, in view of 
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economies effected, the additional revenue will not 
be needed? The only sufficient explanation that 
could be offered is that we are misinformed. If we 
are, we shall be glad to make amends. If we are 
not, our criticism stands. 

As to increasing rates in order that the govern- 
ment might make an extraordinary profit, if it were 
done frankly and openly—that could be criticized 
merely as a mistaken economic policy. It would 
not be a proper way to raise revenue, we believe. 
But when done under the pretense that the in- 
creased rates are justified and made necessary by 
the increased cost of doing business, it becomes not 
only economically unwise, but morally dishonest. 
We cannot believe that it is the policy of the Rail- 
road Administration. 


Turning, then, to the alternative—that of reduc- 
ing the rates that have been too much increased— 
the most that can be said for it is that it would be 
the honest method to pursue. The criticism here 
would be as to the lack of wisdom—the almost 
childishness—that would arbitrarily order into ef- 
fect at a certain stipulated time, without opportu- 
nity for hearing or protest, a sweeping advance of 
this kind without having reckoned the need for it 
carefully enough to prevent the necessity for the 
admission, before the effective date of the advance, 
that it was too much. Did not the Director-Gen- 
eral know the effect of his economies, present and 
proposed, when he ordered the rate increase? Had 
he made no figures along the line of those which 
now enable him to conclude that he has provided 
for more revenue than he needs? If not, why not? 
Is the railroad situation to be governed by impulse 
and changed overnight, regardless of expense, or 
time, or annoyance to those concerned—is it a play- 
thing; or is there to be a well-conceived plan of 
administration directed to a definite end? 

Considered in the light of this recent informa- 
tion as to the uncertainty of the Railroad Admin- 
istration, its decision not to modify in any respect 
any part of its advanced rate order prior to the 
effective date, becomes the more difficult to under- 
stand or approve. We were disposed at first to 
say nothing in criticism of the increases or the 
arbitrary manner in which they are to be put into 
effect, regardless of many situations where obvious 
injustice or unnecessary confusion is worked; but 
as the immediate necessity for all this additional 
revenue appears to decrease we venture a word or 
two, risking our being of aid to Von Hindenburg 
or the Kaiser, and even risking the misunderstand- 
ing of that small portion of our subscribers who 
are deceived by the “Help Win the War” camou- 
flage for every act of every government official, and 
who see in every word of disapproval of the acts 
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or policies of our chosen servants a straight tip to 
the Hun that will lead him to Paris. 


We have no particular desire to find fault, per 
se, with the various. schemes to which Mr. McAdoo 
has been induced to become father—for reducing 
passenger mileage, letting out the men formerly 
engaged in soliciting business or representing their 
roads at off-line points, firing railroad presidents 
and replacing them with federal managers, retiring 
traffic vice-presidents and treasurers and general 
managers having to do with financial policies, in. 
creasing rates, reducing accommodations to ship. 
pers, consolidating ticket offices, limiting member. 
ships in associations and clubs, and so on, and so 
on. Some of them may be good and some of them 
may be bad. Some of them that otherwise might 
seem good are bad in so far as they interfere in 
the work of putting the business of moving traffic 
on an efficient basis and, of course, any of them 
are bad that work unnecessary hardship without 
helping in the movement of traffic. But we wish 
to point out once more that the government of the 
United States is charged with 
through its operation of the railroads, the efficient 
movement of freight to the end that we may do our 
utmost in the winning of the war. Is it making 
good at that job? If it is, most of the foolish ot 
unnecessary things it is incidentally doing may be 
excused. But shippers say it is not. 
freight is being moved less efficiently than for 
merly. Perhaps they are wrong. There 
figures as yet. But one may get a hint of whats 
going on if he will read the article printed els 
where in this magazine under the heading, “Dela 
in Freight Movement.” One swallow 
make a summer, to be sure, but it is an indication 
We believe most shippers who read that artic 
will see in it something of their own experience. 


accomplishing, 
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We do not say this in order to criticize, but be 
cause we think it ought to be said; because wé 
want the freight of the country to move; becats 
we think that if those who are charged with tht 
task of moving it are not doing all that they should 
the country should know about it; and because We 
think it cowardly and silly to hide one’s head in tht 
sand and refuse to see the facts. If anyone thinks 
this is helping the Hun, let him say how. 


RATES ON RAILS 
The Trafic World Weshington Burts 
The Commission has dismissed case No. 9635, West Vi 
ginia Rail Company against the C. & O., holding that 4 
adjustment of rates on rails from Huntington to Clef 
land is not unduly preferential to rail makers at Newé 
Buffalo, Johnstown and Pittsburgh. 
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Current Topics 
in Washington 


though shippers have growled and 
are continuing to growl against the 
horizontal percentage increase in 
rates, there is a disposition to be fair 
with the Railroad Administration—to 
give it the benefit of the doubt, so 
to speak. The impression is strong 
that its action has been controlled by 
amateurs who believe every word of 
- the railroad propaganda to the effect 
that the railroads were being starved because rates never 
were high enough; by doctrinaires who do not know that 
no government, unless jabbed by stern military necessity, 
ever did anything as economically, and only seldom as 
efficiently, as persons having to show a profit; and by 
railroad men who have never seen anything but the rail- 
wad side of the question. Mixed with the product of minds 
like that, it has been figured, has been the political in- 
trigue that is always to be found when a matter is in 
the hands of government officials. This does not neces- 
sarily mean partisan politics. There are about 150 presi- 
dents of railroads on the anxious seat. Not all are in a 
fnancial position to bid good-bye to their offices. Some 
know the companies for which they work cannot afford 
to carry them on the pay roll if the government will not 
allow the expense. There are so many factors to keep 
the presidents from working against any plans the doc- 
trinaires may have, that the presidents who are retained 
on the company pay rolls are not expected to be the force 
against the now noticeable tendency that it was once 
thought they would be. The shippers will be the only 
element that will be comparatively free from pressure. 
“Comparatively free” is the only way to express the 
thought because certain factions of them will be con- 
strained not to oppose increases in rates. Their feeling, 
that what is being done is the result of complexity of 
Motives, it is believed, will result in the giving of a full 
opportunity to the Railroad Administration to try out its 
theories before they translate their growls into organized 
opposition. 





The “Helping the Enemy” Bunk.—While the suggestion 
that opposing the Railroad Administration’s plans helps 
the enemy sometimes is called bunk, there is little doubt 
that many things “get by” now for no reason other than 
that those who know how things should be done dislike 
getting into a position where the unthinking may suggest 
that thus criticizing a public servant in what he does in 
domestic affairs is helping the enemy. Some of the logic 
that has been used would almost tend to the conclusion 
that the Germans paused so long after their March offen- 
sive because they were unable to figure out what Director- 
General McAdoo was going to evolve in the way of rates 
2 sugar. Shippers who have felt constrained to point 
Cut the foolishness of things the Director-General’s ad- 
Visers have persuaded him to allow to go through, nat- 


wally wonder why Hindenburg took such an interest in 
the question of rates for application on American railroads. 
They have not yet found the answer. They might suspect, 
from the chidings they have received, that the Prussian 
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general staff must have a great interest in the matter, 
but they do not perceive the connection. They cannot 
bring themselves to believe that those who think criti- 
cism of the Railroad Administration helps the enemy are 
not in error. . Veteran shippers and their traffic managers 
have an idea. that their chief concern is and ought to be 
to get traffic moved expeditiously and economically. They 
also have the idea that the interests of the country would 
be best served if the energies of all were devoted to get- 
ting freight moved in larger volume than ever. Right 
alongside that they carry another idea to the effect that 
changing everything or proposing to change everything 
while the country is trying to carry on a war tends to slow 
up instead of speed up transportation. Still another idea 
is that if more attention were paid to operation and less 
to contracts, tariffs and practices, the product ‘would be 
so good that there would be no time or room for argu- 
ments about government ownership or any question but 
how to get that extra ton of freight moved. They are 
willing, as a rule, to admit they may be in error, but they 
would like to be shown, by tonnage figures. 


Congressmen Busy on Rates.—Joseph G. Cannon, who 
has lived eighty-two years, but is more active than the 
average man of sixty-two, twice within the week called 
at the Railroad Administration offices about a rate matter. 
Other members of Congress, notably Representative Hum- 
phreys of Mississippi, also found it desirable to learn the 
way to the Interstate Commerce Commission, where, dur- 
ing the time rate matters were not under the control of 
a purely political branch of the government, members of 
Congress came perhaps less frequently than they visit the 
chamber of the Supreme Court of the United States. 
“Uncle Joe” came to point out the hardship placed by 
General Order No. 28 on limestone quarrymen just out- 
side the Chicago switching district. After June 25 they 
will pay a flat increase of one cent per 100 pounds. Those 
just inside the switching district will bear no increase. 
The first time he came a-huffing and a-puffing as if he 
wanted to blow the house down; also making sounds as 
if he thought some men he might mention had had their 
training in Bedlam. The next time he was not such an 
irritated porcupine, but he was not sure whether he had 
accomplished anything. It is possible, however, that he 
carried away assurances of distinguished consideration, to 
say the least. If anything is done to change the situation 
about which he made representations, it may be assumed 
he made arguments such as might have been made per- 
suasively to the Commission by traffic managers and com- 
merce attorneys. But if there are situations similar to 
that about which the former speaker talked to his friends 
in the Railroad Administration, it may be remarked those 
suffering from similar conditions had no opportunity to 
intervene in the Cannon representations and be heard in 
testimony and arguments, as would have been the fact 
had the statements of fact made by Mr. Cannon been em- 
bodied in a complaint, formal or informal, and placed on 
a public record. 


Short Lines and Rate Advance.—For a few days after 
the issuance of General Order No. 28 there was uncer- 
tainty among the so-called short-line railroads as to what 
they should do. The order was addressed to railroads. 
“under federal control” and directed them to file tariffs 
in accordance with its terms. The little roads wondered 
what they should do. Then they followed the suggestion 
of some one among them. It was to file tariffs in the 
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form, verbatim, ordered by the Director-General. Thereby 
they decided to place the burden of deciding whether they 
are or are not under federal control upon the Railroad 
Administration or on the Commission. No railroad has 
official knowledge of any fact other than that the gov- 
ernment, by force, has taken the property of his company 
and is using it as it sees fit. The owners have no assur- 
ance, other than that to be inferred from the fact that 
Anglo-Saxon governments always have paid for private 
property, that they will ever have their property returned 
to them or receive just compensation therefor. The con- 
trol law recognizes the fact that the President, proceeding 
under the act of August, 1916, and other statutes, has 
taken the property of the railroad companies and lays 
down rules to govern him in making contracts for paying 
a rent for the property that has been used for the last 
six months, not in accordance with the wishes of its 
owners, but as pleased the government officials. The own- 
ers are under no compulsion to take what the President 
offers. They can go to the courts, as provided in the 
control law. The short lines must assume that their prop- 
erty has been taken over, because the control law says 
they shall be deemed to be under federal control and have 
all the rights and benefits of that enactment until they are 
relinquished under the agreements that may be made un- 
der the terms thereof. It was argued, by those who ad- 
vised the filing of tariffs in accordance with General Order 
No. 28, that it would be absurd for any short line to un- 
dertake to answer the question whether it was or was not 
under federal control in any form other than the affirma- 
tive. Even when some of them are relinquished, the rates 
made effective June 25 will continue effective until changed 
by the filing road, or on order from the Interstate Com- 
merce Commission. Relinquishment would have no effect 
on the rates. Change in ownership or control, the Com- 
mission time and again has had to hold, can have no effect 
on the rates. They are the offer of the company making 
them and its successors, so long as the latter remain in 
the business of common carriers by rail, engaged in com- 
merce between the various states. 


Commission Still Busy.—In theory, the taking over of 
rate-making and a large part of railroad regulation work 
by the Railroad Administration should leave the Commis- 
sion in a dried up and ready to blow away condition, but 
that ig not so. It has work enough to keep it busy for 
a year even if no new business comes in. In a year, if the 
Railroad Administration does not change its way radically, 
it is believed, it will be glad to remit a large part of its 
work to the Commission and thereby remedy the mistakes 
Congress made in following the advice on which it has 
been acting, in respect of railroads, for more than a year 
past. A. E. H. 


STATUS OF PULLMAN COMPANY 


The Trafic World Washington Bureau. 
The legal advisers and traffic men of the Railroad Ad- 
ministration are having more trouble with the question 
as to what the Pullman Palace Car company is than might 
be expected in view of the fact that the Interstate Com- 
merce Commission regards it as a common carrier by rail- 
road and therefore subject to the act to regulate Com- 
merce. Reports that the Administration had taken or 
was about to take over the company’s property have been 
based on what looked as if it might be the fact, instead 
of the fact itself. 
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In the light of several decisions by the courts it jg 
considered doubtful whether the sleeping car company 
is a common carrier. It looks more like the builder ang 
lessor of special type cars which are leased to commo 
carriers, who, in turn, hire the employes of the lessor 
to perform services usually rendered by the servants of 
the common carrier, such, for instance, as collecting tickets 
from passengers, making them more comfortable in their 
seats and also performing some of the duties of a licenseq 
victualler, and some of the duties of an inn-keeper. 

The act of August, 1916, does not authorize the President 
to take over the property of a car owner, unless that car 
owner is also a common carrier, or the property of an 
inn-keeper or victualler. There is nothing in the statutes 
anywhere authorizing the President to acquire property 
of that kind except by the ordinary methods of negotia- 
tions which could not be carried into effect except through 
the enactment of additional legislation. 

The Pullman Company has contracts with the railroads 
whereby they pay mileage on the cars and, give it the 
money collected for sleeping accommodations and seat 
fares. For many years those not overly. familiar with 
transportation have had an idea that it is a monstrous 
arrangement that gives the company mileage and also the 
fares collected for seats and berths, but the obvious answer 
to such observations has been that if the Pullman com- 
pany did not furnish cars, the railroad company would 
have to do it. The mileage, therefore, is in the nature of 
rent for a high grade of equipment. Whether the rent 
paid is too high is one of the questions that has never 
been tested out before any tribunal. The company has 
such a large number of cars that, as a rule, a railroad 
company could safely contract for any kind of convention 
on its rails, knowing that it could obtain the necessary 
equipment from the Pullman Company, thereby saving it- 
self investment in equipment that would not always be 
profitable, because no road could be sure of conventions 
or be sure of being able to lease idle equipment to some 
other road. 

The Commission, in a number of cases, decided that the 
berth rates were too high and it was on its order that a 
distinction was made in the price between the upper and 
lower. It was also upon the suggestions coming from 
the Commission -that persons hiring more than a single 
berth were required to buy additional transportation tickets 
on the theory that if they wanted to reserve space for 
their own use sufficient to accommodate three or four 
persons they should be willing to pay as_ much for 
transportation as would be used by that many additional 
passengers. 

After June 10, travellers in Pullmans will have to pay 
one-sixth more for their passage alome than occupants 
of seats in day coaches. That increase is based on the 
fact that a Pullman is heavier than a day coach and the 
engine that is pulling Pullmans enough to accommodate 
100 passengers is pulling at least one-sixth more weight 
than the engine pulling day coaches enough to provide 
seats for 100 passengers. 


RAILROAD ADMINISTRATION DECISIONS. 
The Railroad Administration has arranged with the Pull 
man Company whereby it makes two dollars instead of 


one and a half the minimum for a berth. It has also de 
cided that commutation tickets shall be honored to the 
expiration of the time limit and that the Associated At 
vertising Club convention at San Francisco shall have 
summer tourist rates. 
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Decisions of Interstate Commerce Commission 


RATES ON FERTILIZER 


CASE NO. 7573 (50 I. C. C., 34-46) 
F. Ss. ROYSTER GUANO COMPANY VS. ATLANTIC 
COAST LINE RAILROAD COMPANY ET AL. 

Submitted Dec. 30, 1916. Opinion No. 5194. 


1. Reasonable distance rates and carload minimum prescribed 
as maxima for transportation of commercial fertilizer from 
Norfolk, Va., to points in North Carolina on defendant’s 
lines. 

2In maintaining and applying to carload shipments of com- 
mercial fertilizer from Norfolk to points on their lines in 
North Carolina higher rates than to similar shipments for 
like distances between points in North Carolina, defendants 
are subjecting the city of Norfolk, manufacturers of com- 
mercial fertilizer at that point, and shippers thereof from 
that city into North Carolina to undue and unreasonable 
prejudice and disadvantage, and giving to localities in North 
Carolina where commercial fertilizer is manufactured, the 
manufacturers at such points, and shippers thereof, between 
points in that state, an undue and unreasonable prefer- 
ence and advantage in violation of section 3 of the Act to 
regulate commerce. 


CLARK, Commissioner: 

Our origina] report in this proceeding is Royster Guano 
i ws..A. C. L. R.. KR. Co: $6 &. C. C., 190 (The Trac 
World, March 18, 1916, p. 579), decided Feb. 18, 1916. We 
there prescribed distance rates to be observed as maxima 
for the transportation of commercial fertilizer in carloads 
from Norfolk, Va., to points in North Carolina on the lines 
of the four defendants, and found that in maintaining and 
applying to carload shipments of commercial fertilizer from 
Norfolk to points in North Carolina higher rates than 
to similar shipments for like distances. between points 
in North Carolina, defendants were subjecting com- 
Plainant, its traffic and the city of Norfolk to undue 
and unreasonable prejudice and disadvantage, and giving 
to shippers between points in North Carolina, their 
traffic, and localities in that state where commercial fer- 
tiizer is manufactured an undue and unreasonable pref- 
erence and advantage, in violation of section 3 of the act. 
Reference may be had to that report for a full statement 
of the facts. 

By order of March 29, 1916, we amended our report and 
order of Feb. 18, 1916, by changing the carload minimum 
found reasonable from 20,000 pounds to 24,000 pounds. On 
April 13, 1916, in accordance with the expressed desire 
of the Corporation Commission of North Carolina, the 
amended order was vacated and the proceeding reopened 
for further hearing, and by order of April 25, 1916, that 
Commission, hereinafter called the intervener, was per- 
mitted to intervene. 

After further hearing briefs were filed, oral argument 
was had, and the proceeding is now before us for decision 
% the entire record, including the evidence introduced in 
No. 6206, a somewhat similar complaint brought by com- 
Plainant against the Atlantic Coast Line Railroad and the 
Seaboard Air Line Railway. 

It was stated on behalf of the intervener that its inter- 
vention is “for the sole purpose of seeing that the con- 
slmers of fertilizers in North Carolina are not required 


to pay more than a reasonable rate on this commodity.” 
The reasons for the reduction in the North Carolina intra- 
state rates effective Oct. 13, 1914, and the position of the, 
intervener, as developed on brief, are summarized in the 
following paragraphs lettered (a), (b) and (c): 

(a) Fertilizer rates within North Carolina had been -in 
effect without material change since 1891; there had been 
great increase in the volume of traffic, including fertilizer, 
and in the gross and net earnings of the carriers operating 
in North Carolina; lower rates on fertilizer were main- 
tained by these and other carriers in other southern states 
under no better transportation conditions; the Farmers’ 
Union of North Carolina had made application for reduc- 
tion in the intrastate rates on fertilizer; the reduced rates 
were promulgated as stated in our report of Feb. 18, 1916; 
and were made effective two days before the effective 
date of our order of July 1, 1914, through a mere coinci- 
dence. 

(b) The differences between the North Carolina rates 
and those prescribed by us for like distances from Norfolk 
into North Carolina, hereinafter called the Royster scale, 
do not result in undue prejudice; our authority to remove 
undue prejudice caused by the relation between intrastate 
and interstate rates should be exercised only where the 
disadvantage to interstate commerce is real and substan- 
tial; a port having distinct advantages in securing raw 
materials is not subjected to undue prejudice or disad- 
vantage by such differences as are here present; we should 
not “undertake to correct every mere disparity between 
interstate and intrastate rates, even though they may in 
some cases think such disparity ought not to exist;” and 
if we find undue prejudice in this case, we should remove 
it by reducing the Royster scale to the level of the North 
Carolina rates. 


(c) These are reasonable; they yield more revenue per 
ton per mile than defendants’ rates on grain and lumber, 
more than the average of all traffic on defendants’ lines, 
and are higher than the scales in any of the southern 
states except South Carolina; railroads have acquiesced 
in the maintenance of these scales for a number of years, 
and have in some instances voluntarily made correspond- 
ing interstate rates; the volume of traffic and gross and 
net earnings of defendants are greater per mile of road in 
North Carolina than in any southern state except Virginia; 
in three cases we have prescribed rates on fertilizer which 
averaged lower than the North Carolina rates for like dis- 
tances; and as the carriers have signified their intention 
of attempting to adopt on interstate and intrastate traffic 
throughout the south whatever scale is prescribed here, 
great care should be exercised in reaching a decision. 
Finally, it is said that while in general rates have been 
higher in the southeast than in other sections of the coun- 
try, the development of that territory and the growth in 
the volume of traffic. particularly in fertilizer, justify rates 
that approach the level of rates in other territories. 

Much of the evidence submitted in the form of rate 


comparisons and other data is substantially similar to that 
already of record. In addition evidence was introduced 
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by the intervener substantiating the statements that the 
reduction of the North Carolina rates after the issuance 
of our report of July 1, 1914, was merely a coincidence, 
and that the Norfolk manufacturer of. fertilizer pays less 
for raw materials than his competitor in North Carolina 
pays, because of lower inbound rates to Norfolk. 

In support of its contention that there is no undue preju- 
dice to Norfolk the intervener placed upon the stand, 
among others, two witnesses who represented companies 
engaged in the manufacture of fertilizer at Norfolk and 
other points in the south. Both stated that in their opin- 
ion there was no undue prejudice to Norfolk. The first 
gave as his reasons that Norfolk has lower freight rates 
on the raw materials, that capital invested in the plants 
in the interior of North Carolina is entitled to considera- 
tion, and that the rates from Norfolk have always been 
higher and should therefore remain so. The second ex- 
pressed his view that rates from ports should be higher 
for like distances than from interior points because of the 
advantages possessed by ports. The companies repre- 
sented by these witnesses, like complainant, operate fac- 
tories in North Carolina as well as at Norfolk. One has 
over 40 fertilizer factories in the south, including plants 
at Wilmington, Wadesboro, Charlotte, Winston, Durham, 
and Selma, N. C., and has a greater output in North Caro- 
lina than in Virginia. Its practice is to supply the demand 
at any point from the factory that can do it most econom- 
ically, considering both cost of manufacture and freight 
rate. Its witness said that he intended to oppose the adop- 
tion of the Royster scale for use in Georgia as proposed 
by the carriers. 

In view of this similarity in factory location, reference 
to the testimony of complainant’s witness and statements 
of its counsel at the former hearing, bearing on the issue 
of undue prejudice, is pertinent. 

As illustrative of the general situation the witness in- 
troduced a number of exhibits showing that the same rate 
would carry a carload of fertilizer a considerably greater 
distance over defendants’ lines between North Carolina 
points than from Norfolk into North Carolina. In com- 
menting upon this he said that “the present North Caro- 
lina scale does give the manufacturers of fertilizers at 
points in North Carolina a decided advantage over Norfolk 
manufacturers that does not exist from transportation con- 
ditions,” and that “it is not possible to maintain a rela- 
tively fair basis of rates from Norfolk to North Carolina 
points, as compared with the intrastate scale of rates in 
North Carolina by reason of the present scale of rates.” 
Fertilizer is sold and shipped on a delivered basis, the 
manufacturer paying the freight charges. Complainant 
claimed that, due to the reduction of intrastate rates by 
the North Carolina authorities after the issuance of our 
order in No. 6206, as described in our original report, 
supra, the discrimination against Norfolk has been re- 
stored. The witness believed that “a uniform scale ought 
to be adopted for similar distances throughout the south.” 
Further, that there had been no change in conditions 
since the decision in No. 6206, except the reduction of 
intrastate fertilizer rates, and that had it not been for 
that reduction the complaint in this proceeding would not 
have been brought. An equalization of rates “would end 
the complaint.” On being asked whether either the re- 
moval of discrimination or the reduction of the rates from 
Norfolk would satisfy the complaint, he replied, “either 
one.” 

Norfolk is served by eight railroads and seven coast- 
wise steamship lines. The evidence indicates that the car 
supply is more abundant than at points in North Carolina, 
although a witness for one of the carriers said that at 
Wilmington his company had an equally plentiful supply. 
Norfolk is on the main lines of the defendants and, in 
general, the haul from Norfolk is more direct and requires 
less branch-line service than between points in North Car- 
olina. In other respects transportation conditions are sub- 
stantially the same. There is some evidence of additional 
expense at Norfolk, as compared with Wilmington, in ab- 
sorbing the switching charges of the Norfolk & Portsmouth 
Belt Line Railroad where factories are on that line. Evi- 
dence was introduced to offset this showing that an addi- 
tional switching haul was required from some points tak- 
ing the Wilmington rates. The line of the Seaboard Air 
Line from Wilmington to Rutherfordton, N. C., was for- 
merly known as the Carolina Central Railroad Company, 
and prior to the establishment of the North Carolina scale 
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had rates on fertilizer on a basis about 30 per cent 




















that obtaining on the main line of the Seaboard Air ta in a“ 
This evidence was presented to us in No. 6206. The No. il co 
folk & Portsmouth Belt Line Railroad, referred to aboy. I 8° ” 
was organized by the railroads serving Norfolk, including it 
the four defendants, for convenient and economical hap. lates 
dling of the terminal situation. In Richmond Chamber fi fully 45 
of Commerce vs. S. A. L. Ry., 44 I. C. C., 455, 460 (‘The gm much ° 
Traffic World, May 19, 1917, p. 1103), we found “that thm 04% 
belt line is a part of the line of each of the owning cap. i who are 
riers for terminal purposes.” 
Their witnesses testified that the intrastate scales gm 424 
the southern states are not voluntarily maintained py (™ Ry. ©° 
them and are unreasonably low. They say that repeata 1918, p 
and ineffectual attempts have been made to have theg 
rates increased to what they consider a fair basis. Wher oy 
interstate rates in those states have been reduced to the ieee 
level of the state rates it has been because the existence IM to be de 
of the latter rendered it impossible to maintain interstate jm {ure | 
rates on a higher basis. The history of fertilizer rates inf nding 
the south was stated substantially as follows: Georgia “The 
was the first southern state to create a railroad commis. §@ prehens' 
sion. In 1880, immediately after its organization, that Mm ’™s ¥ 
commission made schedules of class and commodity rates, oe} 
among the latter being a scale of fertilizer rates. In its MM Ry., 218 
second annual report it stated that the reductions 
amounted to millions of dollars, and were in some ip In sp 
stances 75 per cent of the former rates. AS an example Court | 
of the reductions on fertilizer, the rate of $2 per ton for Com’n, 
distances of 50 miles and less on the Savannah, Florida 
& Western, Railway, now a part of the Atlantic Coast Line We th 
Railroad, was changed so as to begin with a rate of $1 per oe 
ton and increase gradually to $1.60 per ton at 50 miles, = 
That road unsuccessfully contested the order in the courts MM subject 
and, in 1881, put the rates into effect. In 1882 the Georgia gm tmtors 
commission permitted an increase of about 20 per cent ae: in 
in rates on fertilizer, but in 1884 reduced the rates not {MM Act to r 
only below those established in 1882, but below those pre 
scribed in 1880. Further material reductions were made At tl 
in 1890 and again in 1897, the resulting rates being now ing Tendere 
effect. These 1 
In 1897 the Georgia commission referred to the fact that with af 
it had during that year reduced the rates on a number of not rey 
articles, including fertilizer, and that there were some Feb. 18 
other articles upon which it had declined to grant reduc not onl 
tions “as some lines are now failing to pay their operating and un! 
expenses and fixed charges under the rates at present ant bef 
allowed, while a large majority of them barely earn sufi- owe 
cient revenue to pay cost of operation and fixed charges. compia 
Under the present conditions any considerable reduction a 
of the income of the roads would place many of them il sped 
circumstances likely to terminate in receiverships.” Pras 
Later, the adoption of the same basis of rates as existed By or 
in Georgia was made a political issue in Alabama and the In Rz 
legislature of the latter established rates on 110 commodi# (o., 41 
ties, including fertilizer, on the same basis as in Georgia. MM 440), w 
Shortly afterward the South Carolina commission estab- 
lished a scale of rates on fertilizer approximately the same * omy 
as the Alabama scale. Later, in 1908, it established the MM and to ¢ 
present South Carolina scale. for the | 
It is shown for the Atlantic Coast Line, Seaboard Aitf gieveo 
Line and the Southern that while their operating revenues ™ lawful. 
per mile of road in 1915 exceeded those for 1901 by 90 per gm “asion tc 
cent, the corresponding increase in operating expenses for “at is 
1915 was 104 per cent. The Norfolk Southern is permitted —" 
by the intervener to charge rates 10 per cent in excess Mississiy 
of those for the other roads. nar 
Complainant introduced no evidence on rehearing. Du of which 
ing the hearing counsel for complainant said: Pon: 
Dy) FE DC 
I wish again to state the record clearly shows complainants The p 
have already contended that the present North Carolina intra same tre 
state mileage scale is not below fertilizer rates for like distances MM *corded 
in other parts of the south, and as complainant desires to secult Port, dis 
the establishment of an interstate mileage scale of rates ™ ered, reg 
commercial fertilizers applicable from Norfolk, Va., to points 2 require 
the state of North Carolina that does not exceed the preset Tates, an 
North Carolina intrastate mileage scale of rates, and there is@ depend v 
possibility that this proceeding may not attain that end, I now duced at 
move to be allowed to dismiss this case. Wagon, b 
This motion was supported by the intervener and oP A ma 
posed by defendants: Teasona] 


Section 13 of the act to regulate commerce reads in pat lina. Ty 


as follows: lina as 
No complaint shall at any time be dismissed because of the neutral i 
absence of direct damage to the complainant. Dying t 
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In Jewelers’ Protective Union vs. P. R. R. Co., 36 I. C. C., 
1 (The Traffic World, Aug. 28, 1915, p. 536), we said, at 


page 75: 


The interests of the public can not go by default in any pro- 
ceeding before the Commission. They must be considered as 
fully as those of the parties. Unlike the decision of a court, 
which ordinarily is conclusive only of the rights of the inter- 
ested parties, a report and order of the Commission prescribing 
rates, regulations, or practices for the future must affect many 
who are not directly represented before it. 










And in Railroad Commission of Louisiana vs. A. H. T. 
Ry. Co., 48 I. C. C., 312 (The Traffic World, March 9, 
1918, p. 508), we said, at page 367: 








Here we have presented the public aspect of the question. 
That is, while, of course, the rights of investors, as of all other 
asses of the public, are to be protected, the essential matters 
to be decided are, What will be just and reasonable rates for the 
future, taking into consideration the conditions under which the 
service is performed and the interests of the entire public, in- 
duding consumers, shippers and carriers? 

“The outlook of the Commission * * * must be as com- 
prehensive as the interest of the whole country. If the prob- 
lems which are presented to it, therefore, are complex and 
dificult, the means of solving them are as great and adequate 
as can be provided. (Interstate Comm. Com. vs. C. R. I. & P. 
Ry. 218 U. S., 88, 103.)” . 
















In speaking of a somewhat similar situation the Supreme 
Court said in Cincinnati, etc., Ry. Co. vs. Inter. Com. 
Com’n, 206 U. S., 142, at page 149: 








We think the Commission in making an investigation on the 
complaint filed by the Procter & Gamble Co. had the power, in the 
public interest, disembarrassed by any supposed admissions 
contained in the statement of complaint, to consider the whole 
subject and the operation of the new classification in the entire 
territory, as also how far its going into effect would be just and 
reasonable, would create preferences, or engender discrimina- 
tions; in other words, its conformity to the requirements of the 
Act to regulate commerce. 











At the time this motion was made reports had been 
rendered in this proceeding and the related case, No. 6206. 
These reports and the orders entered in connection there- 
with affected not alone the complainant, but many others 
not represented at the hearing. In our former report; 
Feb. 18, 1916, we found that defendants were subjecting 
not only complainant, but “the city of Norfolk,’ to undue 
and unreasonable prejudice and disadvantage. A complain- 
ant before us cannot, as a matter of right, withdraw his 
complaint. The undesirable consequences of permitting a 
complainant to terminate a proceeding whenever in his 
opinion his interests would thus be better served than by 
having it proceed to a conclusion are obvious, and require 
no exposition. 

By order of Oct. 2, 1916, the motion was denied. 


In Railroad Commission of Louisiana vs. A. H. T. Ry. 
Co, 41 I. C. C., 83 (The Traffic World, Aug. 19, 1916, p. 
440), we said, at page 118: 





















_Interveners sought to introduce evidence with reference to the 
inbound rates to Shreveport from certain producing territory 
and to contrast these rates with inbound rates to Texas points, 
for the purpose of showing that Shreveport had an advantage 
on inbound rates, and for that reason a discrimination against 
Shreveport and its shippers on outbound rates can not be un- 
lawful. In out original report in No. 3918, supra, we had oc- 
casion to say, respecting this same contention: 

“It is not the function of a railroad to equalize the commer- 
tial advantages of cities. If Shreveport is so situated by reason 
of her position on the Red River and her proximity to the 
Mississippi that the railroads serving her are justified in ex- 
tending to her inbound rates which are lower than those ex- 
tended to Dallas and other cities in Texas, this is her advantage, 
of which she may take full benefit. The carriers may not say 
that they will absorb in the outbound rates such advantages as 
hreveport has upon her inbound rates.” . 
The proposition that Shreveport has a right to claim the 
Same treatment with respect to rates to and from Texas as is 
accorded to towns in Texas 25, 50 or 100 miles west of Shreve- 
port, distance and respective transportation conditions consid- 
ered, regardless of the inbound rates, is so self-evident as to 
require no discussion. We are dealing here with outbound 
tates, and the reasonableness of such rates does not in any wise 
€pend upon whether the articles taking those rates were pro- 
duced at the points of shipment or came to those points by 
Wagon, boat, railroad or otherwise. 


A manufacturer of fertilizer at Norfolk is entitled to 
Tfeasonable and nondiscriminatory rates into North Caro- 
lina, The fact that shippers having plants in North Caro- 
lina as well as at Norfolk are able to a great extent to 
heutralize any undue prejudice against Norfolk by sup- 
dying the demand from their North Carolina plants does 
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not help a shipper having no plant in that state or re- 
move the undue prejudice against Norfolk. 

It seems fairly clear from the record that the level of 
the interstate rates in the southeast is influenced by that 
of the intrastate rates. There is a large production of fer- 
tilizer at Norfolk, about 85 per cent of which is shipped 
into North Carolina. There are no transportation condi- 
tions justifying higher rates, distance considered, from 
Norfolk into North Carolina than between points in North 
Carolina. 

The required minimum carload weight is necessarily a 
part of the rate. It determines the minimum carload 
charge and enters directly into the determination of 
whether or not that charge is reasonable. At the original 
hearing in May, 1915, complainant’s witness testified that 
“our average car loading out of Norfolk for a period of 
a year was 17.02 tons to the car.” Exhibits introduced 
by complainant are based upon that car loading and it is 
used in numerous of the exhibits in computing revenue per 
car mile, 

At the further hearing in July, 1916, witness for the 
interveners testified: “I understand that the average 
loading in North Carolina is about 17 tons per car.” Even 
with an average loading of 17 tons per car, neither the 
available weight capacity nor the cubical capacity or space 
for available loading of a standard car is fully utilized. 
The maximum weight capacity of a standard 36-foot car 
is 30 tons, and it appears that it is possible to load such 
a car with fertilizer to its weight-carrying capacity. 

Witness for the intervener was asked by the examiner: 
“As a practical matter, is it any advantage to the manu- 
facturers to have a 24,000-pound minimum over the 30,000- 
pound minimum?” He replied: 


Not in the water shipping season. At the beginning, at the 
opening of the season, probably not so much at the opening of 
the season as at the close of the season, some one may want 
to finish out the end of the year and he don’t want to run ina 
15-ton car if he can get a 10 or 12 ton car. He may have 
enough to just consume a 10 or a 12 ton car, but might have to 
carry over a little. I think it is more sentimental than other- 
wise. We have felt that the 15-ton minimum was not an un- 
reasonable restriction and in our own loadings we go even 
beyond that whenever it is possible. We are anxious to have 
that car do the best service we can get out of it, because to- 
morrow we may not have a car. 


We find that 30,000 pounds is a reasonable carload mini- 
mum, 

One means of testing the reasonableness of rates is to 
compare them with rates on the same or similar com- 
modities in the same territory and under circumstances 
and conditions that are substantially similar or that obvi- 
ously cannot be substantially dissimilar. By reference to 
the following table it will be seen that, although the car- 
load minimum used with the North Carolina scale is low, 
the rates per ton are as a whole higher than are the rates 
applied in Virginia, Georgia, Alabama, Mississippi or Flor- 
ida and higher than the voluntarily established scale of 
the Louisville & Nashville road. The rates per ton in 
South Carolina are somewhat higher than in North Caro- 
lina for distances up to and including 250 miles, but the 
carload minimum in South Carolina is only 20,000 pounds 
and the South Carolina rates, instead of progressing with 
distance as do the North Carolina rates, are blanketed 
for distances beyond 220 miles. 

STATEMENT OF FERTILIZER RATES PER TON 2,000 LBS. 
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$1.15 $1.00 $1.15 $0.95 $0.95 $0.75 $1.30 $1.20 

hee |. 3.20) «63.35 99 -99 75 . 1.30 1.20 

1.25 1.20 1.30 1.04 1.04 -75 1.40 1.40 

1.30 1.20 1.35 1.08 1.08 .75 1.40 1.40 

1.35 1.30 140 113 1.13 .75 1.50 1.40 

1.40 1.30 1.45 1.17 1.17 [75 1.50 1.40 

1.45 1.40 1.50 1.22 1.22 -75 1.60 1.40 

1.50 1.40 1.55 1.26 1.26 -75 1.60 -1.60 

155 1.45 1.60 1.31 131 (80 1.70 1.60 

1.60 145 1.65 135 1.35 .80 1.70 1.60 

1.65 1.55 1.70 1.40 1.40 20 175 Le 

1.70 1.55 1.75 1.44 1.44 -90 1.75 1.80 

1.75 1.65 1.80 1.49 1.49 1.00 1.80 1.80 

1.80 1.65 1.85 1.53 1.53 1.00 1.80 1.80 

1.85 1.70 1.95 162 1.62 1.10 1.90 1.80 
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*One cent per 100 pounds is added ‘‘for joint hauls over two or 
more independently controlled railroads under the management 
ped ae operating 75 or more miles of railroad within the 
state.”’ ‘ 


As there are but four defendants and the line of each 
reaches Norfolk, it is possible to have a one-line haul to 
any destination affected. In some instances this would 
result in an unnecessarily circuitous movement and cCar- 
riage over the lines of two or more roads would result in 
a material saving in distance and in economy of operation. 
Somewhat higher rates for hauls over routes composed 
of two or more lines not under a common management and 
control than for hauls over one line or over two or more 
lines under a common management and control are rea- 
sonable. 

We are of opinion and find that the rates of defendants 
for the transportation of commercial fertilizer from Nor- 
folk to points on their lines in North Carolina are unjust 
and unreasonable to the extent that they exceed those 
hereinafter prescribed as maxima, and that for the future 
rates for such transportation of commercial fertilizer in 
carloads, subject to a carload minimum of 30,000 pounds, 
should not exceed the following rates per ton of 2,000 
pounds, which we find to be just and reasonable for ap- 
plication to hauls over one line of railway or over two or 
more lines that are under the same management or con- 


trol: 
Distances 
in miles. 
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~ *For hauis over two or more lines of railway that are not 
under the same management or control 20 cents per ton may be 
added to these rates. 

We are further of opinion and find that in maintaining 
and applying to carload shipments of commercial fertilizer 
from Norfolk to points on their lines in North Carolina 
higher rates than to like shipments for like distances be- 
tween points in North Carolina, defendants are subjecting 
the city of Norfolk, manufacturers of commercial fertil- 
izer at that point, and shippers thereof from that city 
into North Carolina to undue and unreasonable prejudice 
and disadvantage and giving to localities in North Caro- 
lina where commercial fertilizer is manufactured, the 
manufacturers at such points, and shippers thereof be- 
tween points in that state, an undue and unreasonable 
preference and advantage in violation of section 3 
of the act. Defendants will be required to cease and 
desist from maintaining and applying any higher rates or 
carload minimum to the transportation of commercial fer- 
tilizer in carloads from Norfolk to points in North Caro- 
lina than they contemporaneously maintain and apply to 
the transportation of like properly for like distances with- 
in North Carolina. 
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An order will be entered giving effect to the foregoing 
conclusions. 


HALL, Commissioner, dissenting in part: 

I concur in the majority report except as to the scak 
of maximum interstate rates prescribed. This is reduceg 
from the basis twice found reasonable by us on record 
which are incorporated in the present record, and which 
in my judgment are fortified thereby. It will reduce jp. 
terstate rates from Norfolk to North Carolina stations 
which for several years have been maintained with oy 
approval by three of the four defendants. 

If reasonable in 1914 and 1915, when the former record 
were made, or in 1914 and 1916, when our former finding; 
were announced, they can hardly have Wecome unreasgop. 
able during the intervening period of mounting costs. The 
majority report attaches significance to a comparison with 
state-made scales in the South, and also to the declare 
purpose of the carriers to seek application throughout the 
south of whatever scale is prescribed here. It attaches 
less significance to the genesis of those state-made scales, 
the rivalry between states which contributed thereto, and 
the higher rates prevailing in such states as New Jersey, 
Pennsylvania and Maryland, where the density of traffic 
in fertilizer is about as great and of all traffic vastly 
greater. 

The following table shows comparisons for representa 
tive distances between the North Carolina intrastate scale 
in effect from 1891 to 1914, the Royster interstate scale, 
effective since 1914, the scale prescribed by the North 
Carolina legislature in 1913, which never became effective, 
and the so-called Justice scale, now in effect within North 
Carolina: . 

North 
Carolina 

legis- 
lature’s 


Old 
North 
Carolina 


Royster Justice 


scale. 
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In Meridian Fertilizer Factory vs. A. & S. Ry. Co., 3 
I. C. C., 160 (The Traffic World, March 13, 1915, p. 538), 
specific rates from Shreveport, La., to points in Texas 
materially higher in many instances than those for like 
distances under the Royster scale were held not unrea 
sonable. Specific rates from Bloomsburg, S. C., to stations 
in North Carolina considerably higher than for like dis 
tances under the Royster scale were attacked as unrea 
sonable in Virginia-Carolina Chemical Co. vs. S. Ry. Co, 
docket No. 4009, unreported, and were not found unrea 
sonable. 


The intention of the carriers to carry out findings here 
beyond the confines of the issues now before us should 
not tinge our conclusions upon those issues. The other 
issues can be dealt with when they arise. It is no reflec 
tion upon the painstaking and conscientious way in which 
the Justice scale was worked out to say that it does nd 
fit present operating conditions in the territory served 
with sufficient adequacy to warrant its adoption as maxr 
mum standard for interstate rates of the four defendants 
on shipments from Norfolk. , 


As to one of the defendants, the Norfolk Southern, that 
inadequacy has been recognized by intervener in the grant 
of permission to charge rates 10 per cent higher. No such 
exception is made here, and the Justice scale is adopted, 
including the unexplained “hump” in rates for distance 
between 140 and 160 miles, which progress at the rate of! 
cent per mile, although with that exception the rates for 
distances from 100 miles to 500 miles progress at the rate 
of one-half cent per mile in 10-mile steps up to 280 miles, 
and then in 20-mile steps up to 500 miles. 

With all deference to the views of the majority, I a 
of opinion, upon the facts of record in this case, that 
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regoing following scale should be substituted for that prescribed 


in the majority report: 
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Woolley and Anderson, commissioners, did not partici- 
pate in disposition of this case. 


OTTAWA COAL CASE 


pr CASE NO. 9697 (50 I. C. C., 87-89) 
wae OTTAWA COAL & SUPPLY COMPANY VS. DETROIT, 
Nort, (q TOLEDO & IRONTON RAILROAD COMPANY ET AL. 


Submitted Sept. 27, 1917. Opinion No. 5207. 

1. Rates on coal, in carloads, from certain points in Kentucky 
to complainant’s yards at Ottawa, Ohio, found to have been 
unreasonable. Reparation awarded. 

2, Increase in Detroit, Toledo & Ironton R. R. Co.’s charge for 
switching coal, in carloads, originating at points in Ken- 
tucky, destined to complainant’s yard at Ottawa, found not 
justified and reasonable maximum charge prescribed. 


ective, 
North 


Justice 


By Division 3: 

oa Complainant is a corporation engaged in the coal busi- 
i ness at Ottawa, Ohio. By complaint filed May 21, 1917, 
as amended, it alleges that the charges assessed by de- 
fendants on 19 carloads of coal, shipped from certain points 
in Kentucky on the Louisville & Nashville and the Cum- 
berland railroads to complainant’s yard at Ottawa between 
May 18, 1916, and April 27, 1917, were unreasonable in 
so far as they exceeded the charges that would have 
_ at the line-haul rate to Ottawa. It asks repara- 
on. 

The shipments moved over the Louisville & Nashville 
or in connection with the Cumberland to Cincinnati, and 


$2 99 PO PO Pe Po Pe PO Pe Ne et 
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Yo., 33 thence over the Cincinnati, Hamilton & Dayton Railway 
538), to Ottawa, where they were switched to complainant’s 
Texas @ yard, a distance of 1,400 feet, by the Detroit, Toledo & 
r like @lronton Railroad. Charges were apparently collected at 
unrea # the joint rates of $1.25 or $1.30 per ton legally applicable 
ations # to Ottawa plus the difference between the Detroit, Toledo 
e dis & Ironton’s distance rate of 40 cents per ton and the Cin- 
unrea # Cinnati, Hamilton & Dayton’s absorption of $3 per car. 
y. Co, Milt appears that the Cincinnati, Hamilton & Dayton has 
unrea # since refused to absorb the $3 per car charge and the 
delivering line is demanding of complainant the full 40 
; here M™ its per ton for the service performed at Ottawa. The 
should Detroit, Toledo & Ironton is not a party to the joint rates. 
other From as early as July 1, 1914, to September 20, 1915, the 
reflec: Detroit, Toledo & Ironton provided a charge of $3 per 
which #§ “ for switching cars to its team tracks and private sid- 
a3 not # 08s at Ottawa from the Cincinnati, Hamilton & Dayton. 
erved (0 the latter date the provision for switching to team 
maxi tracks was canceled, but the $3 charge was continued for 
\dants ‘Witching to private sidings. The burden of justifying 
MB the increased charges is therefore upon defendants. 
, that The tariffs of the Cincinnati, Hamilton & Dayton, in 
grant effect during the period of movement, provided for the 
such absorption of connecting lines’ switching charges at sta- 
opted, wg on its line where the net line-haul revenue was not 
ances ,°s than $10 per car. So long as the $3 charge of the 
e of 1 troit, Toledo & Ironton was in effect the Cincinnati, 
. for  “4milton & Dayton absorbed this amount. It would ap- 
> rate bear that its refusal now to absorb any part of the 40-cent 
miles, Be of the Detroit, Toledo & Ironton is due to the fact 
t this is not a switching charge. The only defense 
| a werposed was by the Detroit, Toledo & Ironton, which 
t the Me °Wed that its refusal to perform this service at the 


former charge of $3 was due to the continued refusal of 
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the Cincinnati, Hamilton & Dayton to renew reciprocal 
service with it to its team tracks at Ottawa. 

Complainant urges that its yard is situated on a private 
siding because no other deliveries can be made on that 
part of the track adjacent to its yard, due to the absence 
of a roadway. The Detroit, Toledo & Ironton contends 
that it is located on a team track, since part of the track 
leading to complainant’s yard is so used. Complainant 
has no interest in the track and does not share any of 
the expense of its maintenance. The facts of record do 
not support complainant’s contention that this was an 
industry track. 

We are of the opinion and find that the Detroit, Toledo 
& Ironton Railroad Company has failed to justify the in- 
creased switching charge on coal, in carloads, originating 
at points in Kentucky, on the Louisville & Nashville Rail- 
road and Cumberland Railroad, destined to complainant’s 
yard at Ottawa, and that any charge in excess of $3 per 
car for this service was, is, and for the future will be, 
unreasonable. We further find that defendants have not 
justified the maintenance of a rate on coal from points 
of origin in Kentucky to complainant’s yard at Ottawa in 
excess of the line-haul rate to Ottawa, and that the rates 
assessed on the shipments made prior to March 16, 1917, 
were unreasonable to the extent that they exceeded the 
line-haul rate to Ottawa. We further find that complainant 
made the shipments as described and paid and bore the 
charges thereon; that it has been damaged to the extent 
of the difference between the charges paid- and those that 
would have accrued on the basis herein found reasonable; 
and that it is entitled to reparation, with interest, on the 
shipments moving prior to March 16, 1917. The exact 
amount of reparation due can not be determined on the 
present record, and complainant should prepare a state- 
ment showing as to each shipment upon which repara- 
tion is claimed the date of shipment, car initials and num- 
ber, points of origin and destination, route, commodity, 
weight, rate applied, charges collected and date thereof, 
rate found reasonable and charges applicable thereunder, 
and the amount of reparation due under our findings 
herein, which statement should be submitted to defendants 
for verification. Upon receipt of a statement so prepared 
and verified we will consider the entry of an order award- 
ing reparation. The outstanding undercharges should be 
waived. An appropriate order will be entered. 

On or about March 16, 1917, the Cincinnati, Findlay & 
Fort Wayne Railroad, formerly a branch of the Cincin- 
nati, Hamilton & Dayton and a connecting link at Ottawa 
between the Cincinnati, Hamilton & Dayton and the De- 
troit, Toledo & Ironton, became an independent carrier. 
Since the hearing of this case the Cincinnati, Hamilton & 
Dayton has passed into other ownership and is now op- 
erated under lease by the Baltimore & Ohio Railroad 
Company. Neither the Cincinnati, Findlay & Fort Wayne 
nor the Baltimore & Ohio is a party to this proceeding. 
In view of this situation we can not enter an award of 
reparation on this record to complainant for the one ship- 
ment which moved subsequent to March 16, 1917, nor 
can an order for the future be entered with reference to 
the line-haul rate. But the carriers not parties to this 
proceeding will be expected to conform their rates and 
practices to our findings herein. Upon failure of these 
carriers so to readjust their tariffs within 60 days from 
the service of this report complainant may ask to have 
the case reopened and the carriers mentioned made parties 
defendant, with a view to the entry of an appropriate 
order. 


RATE ON WRAPPING PAPER 


The Commission has dismissed No. 9917, International 
Paper’ Company vs. D. & H. et al., opinion No. 5202, 50 
I. C. C., 75-6, holding the rate on wrapping paper from Port 
Edward, N. Y., to North Tonawanda, N. Y., by way of 
Sayre, Pa., had not been shown to be unreasonable. 


EASTBOUND TRANSCONTINENTAL 
CANNED GOODS (No.2) 


In a report by Commissioner Harlan on I. and St. No. 
1126, Eastbound Transcontinental Canned Goods, No. 2, 
opinion No. 5199, 50 I. C. C., 62-8, the Commission adopted 
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the report of the examiner in respect to the proposed 
change in the description of the articles now transportable 
under a commodity item providing for the movement of 
canned goods and preserves from California terminals 
and intermediate points taking the same rates, to eastern 
defined territory and other eastern destination points, 
whereby dried, evaporated, or fresh fruits or raisins and 
dried, evaporated, or pickled vegetables in glass, earthen- 
ware, or metal cans are to be excluded from the applica- 
tion of the rates therein provided so that they will take 
other and higher commodity rates now applicable to the 
trainsportation in wooden containers of the same commod- 
ities similarly processed and not different in character. 
This is known as the “canned prune case,” because the 
specific question raised was as to whether dried prunes 
in tin cans should take the canned goods rate or the higher 
commodity rate applicable on dried prunes in wooden 
containers. The Commission’s decision is that the rail- 


roads have justified the higher rating. 


RATES ON HOGS 


In a report on No. 9192, Wilson & Co. vs. C., M. & 
St. P. et al., opinion No. 5220, 50 I. C. C., 126-30, the Com- 
mission held that rates on hogs, carload, from Sioux Falls, 
S. D., to Chicago were unreasonable because more than 
one cent higher than hogs from Sioux City, Ia., to the 
same destinations. The rates are to be reduced to the 
one cent above Sioux City scale on or before September 2. 


RECONSIGNMENT OF LUMBER 


Reparation has been awarded in No. 9789, Clearfield 
Lumber Co. vs. C. & O. et al., opinion No. 5209, 50 I. C. C., 
93-4, on account of illegal reconsignment charges on a 
carload of oak lumber from Clearfield, Ky., to Maysville, 
Ky., reconsigned to New Kensington, Pa. The illegality 
consisted of an unreasonable component between More- 
head and Maysville, Ky. 


L. & N. COAL AND COKE RATES 


In a report on I. and S. No. 71, Louisville & Nashville 
R. R. Coal and Coke Rates (an outgrowth of the Stonega 


coal and coke case, 39 I. C. C. 523, called to the attention ° 


of the Commission first in January, 1911), written by Com- 
missioner McChord, opinion No. 5197, 50 I. C. C., 54-9, the 
Commission holds that the division of joint rates on coal 
and coke from the Appalachia and St. Charles districts in 
Virginia to points north of the Ohio, as between the L. & N. 
and its connections, were just and reasonable at the time 
the litigation was begun. Since then coal and coke rates 
have been increased and presumably the divisions have 
been changed in accordance with the rules applied to the 
rates in existence at the time the question was raised by 
the L. & N. 


The decision is also that the divisions of 15 cents on coal 
to the Interstate Railroad and 18 cents on coke for its serv- 
ice in bringing traffic to Appalachia are just and reason- 
able, bound to destinations north of the Ohio, the petition- 
ing road therefore losing on both parts of its prayer. Chair- 
man Daniels and Commissioner Hall dissented, but filed no 
report. Commissioner Aitchison did not participate in the 
case. 

The L. & N. sought increases in the divisions, according 
to the report, which would give it 25 and 35 cents more on 
coal from points in the Appalachia and St. Charles districts 
than it receives out of rates from the Middlesboro district, 
also on its rails. It asked that divisions be established on 
coke from the Appalachia district that would give it not 
less than $1.40 per ton on traffic moving via Louisville and 
uot less than $1.50 per ton on traffic via Cincinnati. 

According to Mr. McChord, the testimony of the peti- 
tioning road showing a low ton-mile revenue out of these 
rates is of no particular value in the absence of any show- 
ing as to the ton-mile earnings of the lines north of the 
river. 

“We think that when a road seeks an increase in its 
division of a joint through rate there is cast upon it the 
burden of proving under all the circumstances that as com- 
pared with the divisions received by its connections it re- 
ceives an unreasonably low proportion of the entire rate,” 
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says the report in laying down what may be deemed thy 
rule for judging as to whether there has been an equitabje 
division of the money received by the parties engaged jy 
joint enterprise, such as this. 

The northern lines testified that the rates under attag 
were voluntarily established by the petitioner, which sought 
a market in Central Freight Association territory for coq 
produced at points on its Cumberland Valley division. Thy 
testimony of the northern lines left the inference that wha 
the L. & N. induced them to joint in the through rates, they 
agreed, in effect, to a displacement of tonnage that cou 
have been obtained from the mines on their own rails, tg 
move without paying a division to any connection. Som 
of the northern lines, it was testified, shrunk their divisions 
from five to 35 cents a ton to let the L. & N. bring the coq 
and coke from mines on its rails into territory already wel 
supplied from mines north of the Ohio. 

Therefore, the fact that the petitioner was receiving diy}. 
sions yielding less than three mills per ton per mile dig 
not impress McChord and those of his colleagues who 
agreed with him. 

The question of divisions to the Interstate Railroad was 
confined to connections of the L. & N. other than the Big 
Four. Divisions to that road were established in the older 
cases, 18 cents on coke and 15 cents on coal. The effect 
of the report and accompanying order is to prescribe like 
divisions for connections other than the Big Four, effective 
as of August 21, 1916. 


EXPRESS CHARGES ON FISH CARS 


The Commission, after correcting erroneous conclusions 
of law and minor errors of other kinds, as it said, in the 
examiner’s report on I. and S. No. 1114, Express Charges on 
Empty Fish Cars, opinion No. 5191, 50 I. C. C., 24-8, held 
that the American and other express companies had justi: 
fied their proposal to increase rates on empty fish cars 
from ten to twenty-five cents,a mile, and eliminate the 
so-called free transportation of the care-taker on empty 
cars of that kind. The demand for a higher mileage came 
from the New York Central, which owns eight of the nine 
cars in which live fish are transported in tanks. The Balti 
more & Ohio owns the other, and Wells-Fargo & Co. op 
erate it. The Baltimore & Ohio has since demanded a 
increase in the rate for hauling such cars, so that whe 
the tariffs can be prepared, the increase and elimination 
will take place, notwithstanding the protest of the Sar 
dusky (O.) Federated Commercial Club, acting for the 
shippers of live fish from that Lake Erie port. 


FOREST PRODUCTS FROM NEVADA. 

In a tentative report on I. and S. No. 912, fifteenth sec 
tion order No. 570, Forest Products From Nevada Stations 
Examiner J. Edgar Smith recommends that authority be 
granted to file proposed increased rates on box and cralt 
material from certain points in northern California, Ne 
vada, Oregon and Washington, to destinations in centrd 
and southern California served by the Santa Fe syste, 
the rates to California points of origin to California poinls 
of destination applying through Nevada. 


SHIPPING OF FISH 


The primary object of the more than doubling of rates, 
it is inferred from a tentative report made by Attorney 
Examiner George T. Bell on No. 9929, Charles Lay et al 
vs. Adams Express Co. et al., and sub No. 1, Same se. 
Sanie, filed the same day the report of the Commission 12 
“Express Charges on Empty Fish Cars” (printed else 
where) was promulgated, was to force the shippers of 
live fish to give up the nine cars, so they might be 
stored to the baggage service. According to the rept 
in the suspension case, the shippers had spent abotl 
$2,000 in equipping each car with tanks and apparatts 
to enable them to use them for such shipments. 

Early in 1917 the New York Central notified the 
press companies and shippérs that it intended to cane 
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the contracts for the fish cars. Shippers went into court 
and, according to Bell’s report, they have been able, up to 
the time he wrote his report, to stay the withdrawal of 
the cars by means of injunctions sued out in the state 
and federal courts in New York and Ohio. 

The shippers appealed to the Commission, by means 
of the formal complaints on which this tentative report 
is based, asking it to forbid the cancellation of the ar- 
rangement, by means of tariffs. They claimed the can- 
cellation would result in a violation of the first and second 
sections of. the act to regulate commerce. There is no 
discussion of the law in the tentative report. It is a 
recital of the facts, including an admission by one of 
the witnesses, that, up to the day of the hearing, the 
railroads had not discriminated against them in the as- 
signment of cars. 

“As the record fails to show that defendants have vio- 
lated the act to regulate commerce,” says the report, “the 
complaints must be dismissed.” 





















LIVE STOCK LOADING AND UNLOAD- 
ING CHARGES 


NO. 9977 (I. & S. No. 1118) 
CHICAGO LIVE STOCK EXCHANGE VS. ATCHISON, 
TOPEKA & SANTA FE RAILWAY COMPANY ET AL. 


1. The Union Stock Yard and Transit Co. of Chicago is a com- 
mon carrier engaged in interstate commerce and subject 
to the provisions of the Act to regulate commerce. 

2. The notice of cancellation of its tariff of charges for loading 
and unloading live stock, in carloads, at the Chicago stock 













yards should be canceled. 

3. The loading and unloading of live stock, in carloads, is ordi- 
narily a duty of the shipper. 

4,The duty of loading and unloading live stock, in carloads, 
may be assumed by the carriers in those instances in 
which their convenience is aided and their equipment 
conserved by so doing. 

5. The loading and unloading service performed by the Union 
Stock Yard and Transit Co. is for the benefit of the ship- 
per, but tends also to the convenience of the line-haul 
carriers. 

6. How much, if any, of the loading and unloading charges may 
properly be absorbed by the line-haul carriers is dependent 
upon the degree to which their interests are served-in any 
particular instance. 

1. The failure to absorb all of the charges for loading and un- 
loading live stock at the Chicago stock yards, while ab- 
sorbing all such charges at certain other markets, has 
not been shown to produce undue discrimination against 
shippers of live stock at the Chicago stock yards. 

8. The Chicago stock yards are the terminals for receipt and 
delivery of live stock of the railroad on whose tracks they 
stand. 

9. The absorption by the line-haul carriers of the charges for 
loading and unloading live stock at Chicago and other 
market points has not been shown to be unduly discrimi- 
natory against other points where such charges are not 
absorbed. 

10. Complaint in Docket No. 9977 should be dismissed. 















Report Proposed by Examiner Thurtell 


By the consent of all parties, the above-named cases, 
which are related, have been consolidated and will be dis- 
posed of in one report. 

By tariff, filed to become effective on May 21, 1917, the 
Union Stock Yard & Transit Company of Chicago, herein- 
after called the stock yard company, increased its charge 
for unloading and loading cars of live stock at the stock 
yards of Chicago from 25 and 50 cents per car to 50 and 75 
cents, respectively. The various railroads that deliver and 
accept shipments of live stock at the stock yards had for 
many years absorbed the entire charges of the stock yard 
Company for this service and when these charges were in- 
creased an attempt was made by the stock yard company 
to collect the increased charges from the line haul car- 
ners. This increased charge the carriers refused to pay, 
With the result that the carriers increased their freight 
bills by the amount of the inceased charges, and the stock 
yard company collected and retained such charges from 
the shippers. Effective September 1, 1917, the stock yard 
‘ompany filed with the Commission a cancellation notice, 
a follows: 

























yetective Sept. 1, 1917, U. SY. & T. Co., Tariff No. 3, I. C. C. 
6, will be withdrawn and canceled. The loading and un- 
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loading platforms of the Union Stock Yard & Transit Co. of 
Chicago will in future be used or available for use by the rail- 
ways entering Chicago and using them as terminal stations, 
under operating arrangements. 


Certain shippers of live stock at the Chicago stock yards 
protested against the proposed cancellation, and the can- 
cellation notice was suspended by appropriate orders until 
June 30, 1918. 

The salient facts in the history of the stock yard com- 
pany are as follows: 

Prior to 1865 there were four different points in the city 
of Chicago at which live stock was delivered and mar- 
keted. In that year the railroads then entering Chicago or- 
ganized a company to be known as the Union Stock Yard 
& Transit Company. The stock in this company was very 
largely taken up by the Chicago railroads. The company 
was created by a special act of the legislature of the 
state of Illinois, approved February 13, 1865. The com- 
pany was entitled to engage in many activities. Chief 
among the rights secured were: 


(a) The right to construct the necessary buildings, railway 
tracks and loading and unloading platforms for the accommo- 
dation of the business of a general union stockyard for cattle 
and other live stock. 


(b) The right to construct, maintain and operate a railway 
from the grounds that might be selected for its yards so as to 
connect with the tracks of all the railroads which terminated 
at Chicago. 


Accordingly the stock yards were constructed and the 
railway was built.. The stock yard company appears to 
have undertaken the loading and unloading of cars of live 
stock from the beginning of its operation. The loading 
charge of 50 cents and the unloading charge of 25 cents per 
car was established by the board of directors of the Union 
Stock Yard & Transit Company on April 18, 1867. These 
charges, then as now, were paid by the respective railroads 
that performed the line haul. Carriers hauling live stock 
to Chicago moved the cars with their own power and crews 
over the tracks of the stock yard company to the unload- 
ing platform. No charge was apparently made against 
the line haul carriers for the use of these tracks for the 
transportation of these cars to the unloading platforms un- 
til 1894. Prior to that year the various railroads who 
owned shares in the stock yard company had disposed of 
their holdings. In 1894 a charge was made against the 
the railways using these tracks which was assessed on a 
per car basis and varied to some extent with the length of 
the haul. 

In 1897 the stock yard company leased all of its rail- 
road property to an Illinois corporation, known as the Chi- 
cago & Indiana State Line Company, now known as the 
Chicago Junction Railway Company, for a period of 50 
years. The lease covered all its railways and tracks, the 
stock yard company retaining for itself the loading and 
unloading platforms and yards. Under this lease the stock 
yard company received two-thirds of the profits derived by 
the lessee from the operation of the railroad. There was 
also organized at a date not stated in the record a hold- 
ing company, which appears to have been called an invest- 
ment company, known as the Chicago Junction Railway & 
Union Stock Yards Company of New Jersey, which owned 
a majority of the stock of the stock yard company and 
the Chicago Junction Railway. 


Subsequent to the assessment of the trackage charge for 
the use of the tracks leading from the trunk lines to the 
stock yards, the railroads continued to receive and deliver 
shipments of live stock, in carloads, at the stock yards and 
transport them with their own locomotives and crews 
over the tracks of the Chicago Junction Railway. They, 
however, soon published a tariff containing a switching 
charge of $2 per car for the service of switching cars be- 
tween the stock yards and points on their own lines. This 
increased the total rates from points of origin to the stock 
yards by $2 per car. Complaint arose regarding the amount 
of the switching charge and was dealt with by the Com- 
mission in Cattle Raisers’ Asso. vs. F. W. & D. C. R. R. Co., 
7 I. C. C., 18; Cattle Raisers’ Asso. vs. C. B. & Q. R. R. 
Co. 11 I. ©. ©, S47 aad 12 ©. 'C.. C.,: ov. 


The switching charge was held by the Commission to 
be unreasonable, but this conclusion was not sustained 
by the courts to which appeal was taken. In 1911 an ac- 
tion was brought in the’ Commerce Court to compel the 
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stock yard company and the Chicago Junction Railway to 
file with the Interstate Commerce Commission tariffs in 
conformity with section 6 and reports and statements in 
conformity with section 20 of the act to regulate com- 
merce. The Commerce Court there held, 192 Fed., 330, 
that the Chicago Junction Railway was a common carrier 
engaged in interstate commerce and subject to the pro- 
visions of sections 6 and 20 as amended by sections 2 and 
7 of the act to regulate commerce. The court also held 
that the owner of a railroad, which is leased and operated 
by a lessee as a common carrier engaged in interstate 
commerce, may be required by the Interstate Commerce 
Commission to make annual reports; that a stock yard 
company which receives live stock from carriers at its 
yards, pens, feeds and cares for the same, and maintains 
a public market for its sale, and which unloads and re- 
loads it when required, receiving fixed prices for its serv- 
ices is not a “common carrier” within the meaning of the 
act to regulate commerce; that the term “common Car- 
rier” as used in the interstate commerce act is to be given 
its ordinary meaning of one engaged in the actual work of 
transportation, and a corporation not so engaged is not 
within the statute merely because it is authorized by its 
charter to engage in such business. . It is also stated that: 


A stock yards company, authorized by its charter to build and 
operate a railroad and which did build and operate one in inter- 
state commerce, on leasing its line and equipment for a term of 
years to an independent operating company, cease to 

a “common carrier’’ engaged in interstate commerce 
within the meaning of the interstate commerce _ act 
* * * and is not subject to the provisions of the act 
as such, because it receives as rental a share of the net 
earning of its road; nor because the owner of a majority of this 
stock also owns a majority of the stock of the lessee. * * * 
A holding company is not a common carrier within the meaning 
of the interstate commerce act ‘because of the fact that it owns 
all od the stock of a corporation which is such a common 
carrier. 


An appeal was taken from the decision of the Com- 
merce Court to the Supreme Court of the United States. 


In the opinion of the Supreme Court, 226 U. S., 286, the 


Commerce Court was upheld in its conclusion that the 
Chicago Junction Railway was a common carrier and sub- 
ject to the provisions of sections 6 and 20 of the act to 
regulate commerce, but the conclusion of the Commerce 
Court relative to the stock yard company was reversed. 
In reference to these two companies, the Chicago Junction 
Railway and the Union Stock Yard & Transit Company, 
the Supreme Court stated on page 306: ; 


We think that these companies, because of the character of 
the service rendered by them, their joint operation, division of 
profits, and their common ownership by a holding company, are 
to be deemed a railroad within the terms of the Act to regulate 
commerce, and the services which they perform are included in 
the definition of transportation as defined in that act. It is the 
manifest purpose of the act to include ‘interstate railroad car- 
riers, and by its terms the act excludes transportation wholly 
within a state. In view of its purpose and so construing the 
act as to give it force and effect, we think the stock yard com- 
pany did not exempt itself from the operation of the law by 
leasing its railroad and equipment to the junction company, for 
it still receives two-thirds of the profits of that company and 
both companies are under a common stock ownership with its 
consequent control. We therefore think the Commerce Court 
was right in holding that the junction company should file its 
rates with the Interstate Commerce Commission and that it 
should also have held the stock yard company subject to the 
provisions of the interstate commerce acts. 


On pages 304 and 305 of the decision, the court stated: 


The fact that the performance of the service is distributed 
among different corporations having common ownership in a 
holding company which controls an interstate system was held 
in Southern Pacific Terminal Co. vs. Interstate Commerce Com- 
mission, supra, to make no difference, where the service to be 
performed was a part of the carriage of freight by railroad in 
interstate commerce. Nor does it make any difference that 
neither the junction company nor the stock yard company 
issues through bills of lading. It is the character of the service 
rendered, not the manner in which the goods are billed, which 
determines the interstate character of the service. (Southern 
Pacific Terminal Co. vs. Interstate Commerce Commission; 
supra; Ohio R. R. Commission vs. Worthington, 225 U. S., 101.) 

Le ge these companies, as to freight which is being car- 
ried in interstate commerce, engage in transportation within the 
meaning of the act and perform services as a railrcad when 
they take the freight delivered at the stock yards, load it upon 
cars, and transport it for a substantial distance upon its journey 
in interstate commerce, under a through rate and bill furnished 
by the trunk line carrier, or, receive it while it is still in 
progress in interstate commerce upon a through rate which 
includes the terminal service rendered by the two companies, 
and complete its delivery to the consignee. They are common 
earriers because they are made such by the terms of their 
charter; hold themselves out as such and constantly act in that 
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capacity, and because they are so treated by the great rail- 
road systems which use them. 


Subsequent to the decision of the Supreme Court the 
stock yard company filed a tariff with the Interstate Cop. 
merce Commission showing its charges for loading ang 
unloading live stock. In 1913, it canceled its lease tp 
the Chicago Junction Railway and entered into a lease by 
the terms of which it receives $600,000 per year for the uge 
of its ‘tracks in lieu of a two-thirds share in the net profits 
of operation theretofore received. The services it renders 
in connection with shipments of live stock to and from 
the Chicago Stock Yards are reported to be as follows; 


(a) The service of guaranteeing the railroad companies 
against loss arising out of the delivery of live stock without 
the surrendering of the bill of lading. 

(b) The service of guaranteeing freight charges. 

(c) The service of loading and unloading the freight. 

(d) The service of notifying the consignees. 

(e) The service of correctly tabulating the car numbers and 
contents of the car. 

(f) The service of furnishing the weights to the carriers. 

(g) The service of maintaining records as to dead and crip- 
pled animals and of maintaining records showing deliveries to 
“billed consignees.”’ 4 

(h) The service of furnishing the railroad companies terminal 
facilities for the receipt and delivery of live stock at Chicago, 


The stock yard company contends that, although it was 
held by the Supreme Court to be a common carrier as to 
some of its activities, it is not altogether certain that the 
court referred to the particular activities above described 
in connection with shipments of live stock. It is also con- 
tended that the relationship between the stock yard com- 
pany and the Chicago Junction Railway has changed to 
some extent since the decision of the Supreme Court. The 
language of the court’s description of the activities of the 
stock yard company is as follows: 


After leasing its railroad property to the junction company 
the stock yard company continued to operate its stock yard 
facilities for loading and unloading cattle and other live stock 
bound for and coming from points outside the state, and to 
feed and water live stock in transit over the lines of trunk- 
line carriers, and also to feed, bed and water live stock shipped 
to consignee doing business in the stock yards district. 


The employes of trunk lines bringing live stock to the stock 
yards turn over the waybills acompanying such shipments, with 
what are called "‘live-stock stubs’? attached, to the employes 
of the stock yard company, who use the waybills in unloading 
and counting the stock, and the waybills and stubs are then 
sent to the auditor of the stock yard company (being also the 
auditor of the junction company) who retains the stubs and 
forwards the waybills to the local agents of the trunk lines. 
The stock yard company advances the charges on such ship- 
ments to the trunk lines and collects from the consignees, 
usually commission men, doing business at the stock yards, the 
moneys it has so advanced for their accommodation. 


It is clear, therefore, that in holding the stock yard com- 
pany a common carrier the court certainly had in mind 
the particular activities of that company with reference to 
shipments of live stock. The only difference as to the re 
lationship then and now existing between the two com: 
panies is that then the Chicago Junction Railway held a 
50-year lease with approximately 35 years to run and paid 
two-thirds of its profits to the stock yard company 4s 
rental, whereas it now has a lease in perpetuity and pays 
$600,000 per year as rental. The character of service ren¢- 
ered has not changed. The complementary relation of the 
stock yard company to the Chicago Junction Railway Com- 
pany is now as it was in 1912. The stock of both compa 
nies is owned by a holding company with control of both 
organizations, and it is of no more real consequence to the 
actual owner of these companies which one makes a profit 
than it is to a man in which pocket he carries his money. 
The relation of these two companies to each other and to 
the holding company controlling both and the respective 
services performed by each in connection with shipments 
of live stock cannot now be held to be essentially different 
from the conditions existing in 1912. The inevitable con 
clusion is that the stock yard company is now, as to ship 
ments of live stock to and from the stock yards, a common 
carrier engaged in interstate commerce and subject to the 
provisions of the interstate commerce act. Its tariff of 
charges relating to services performed in connection with 
shipments of live stock should be filed with this Commis 
sion. It follows that the suspension of the notice cancelilé 
its tariff should be made permanent. 

The Chicago Live Stock Exchange, the complainant i 
docket No. 9977, is made up of commission merchants and 
others engaged in the business of buying, selling and ship 





June § 


ping liy 
compa? 
twenty: 
The 
on the 
absorb 
market 
Chicag' 
carrier 
that th 
for its 
js a m 
trunk | 
an ope 
and in 
lished 
lic. T! 
js not 
should 
their t 
and ur 
permit 
should 
on live 
manne 
at thes 
is sou; 
‘stock, 
Chicag 
cents | 
to be 
plaina 
An 
Compé 
a cor] 
pany, 
Comp 
Comp 
John 
Unitec 
Sturte 
tion 0 
pany, 
Shipp: 
plied 
loadec 
effect, 
Stock 
car th 
As 
it is t 
stock, 
Natio 
7 C, 
tice ¢ 
unloa 
this ¢ 


Eve 
have, 
unloac 
urally 
isfact 
questi 
carloa 
load » 
He is 
can b 
traffic 

‘ Same 
For r 
ing b 
Portat 
which 


Wh 
unloa 
ceptir 
carri 
[., 
tende 
shipn 
The ( 


Cor 
load, 
at th 
clude. 
of th 





NO. 23 


it rail. 


rt the 
> Com- 
& and 
Se to 
AS@ by 
he use 
profits 
*nders 
from 
WS: 


panies 
rithout 


rs and 


3. 
| crip- 
‘ies to 


rminal 
azo. 


t was 


it the 
ribed 
) con- 
com: 
ed to 

The 
f the 


npany 


stock 
nd to 
runk- 
\ipped 


stock 
with 
ployes 
ading 
then 
oO the 
3 and 
lines. 
ship- 
nees, 
3, the 


mind 
ce to 
e re 
com: 
Id a 
paid 


pays 
rend: 
F the 
Com- 
mpa- 


» the 
rofit 
ney. 
d to 
tive 
ents 
rent 
con: 
ship 
mon 
the 
t of 
with 
mis- 
ling 


t in 
and 
hip 


june 8, 1918 


ping live stock at the Chicago stock yards. The stock yard 
empany, the Chicago Junction Railway Company, and 
twenty-seven other railways are made defendants. 

The complaint asserts that it is unduly discriminative 
on the part of various carriers reaching other markets to 
absorb the entire loading and unloading charges at such 
markets and to refuse to absorb such charges in-full at the 
Chicago stock yards; that it is as much the duty of the 
carrier to load and unload live stock as it is to haul it; 
that the method of,compensating the stock yard company 
for its service in loading and unloading cars of live stock 
js a matter to be adjusted between that company and the 
trunk line carriers and that it should be made the basis of 
an operating agreement between the stock yard company 
and interested carriers and not the subject matter of pub- 
lished tariff arrangements which involve the shipping pub- 
lic. The complainant urges that if the stock yard company 
js not permitted to cancel its tariff, the line haul carriers 
should be required to publish appropriate amendments to 
their tariffs showing absorptions of the increased loading 
and unloading charges; that if the stock yard company is 
permitted to cancel its tariff, then the line haul carriers 
should be ordered to amend all their tariffs containing rates 
on live stock to and from the Chicago stock yards in such 
manner as to authorize the loading and unloading of cars 
at these yards without expense to the shipper. Reparation 
is sought against the defendants on all shipments of live 
‘stock, in carloads, made by complainants to or from the 
Chicago stock yards since May 21, 1917, amounting to 25 
cents per car, or such other sum as, in view of the evidence 
to be adduced, the Commission might consider the com- 
plainant to be entitled. 

An intervening petition was filed on behalf of Swift & 
Company, a corporation of Illinois; White, Pevey & Dexter, 
a corporation of Maine; the Springfield Provision Com- 
pany, a corporation of New Hampshire; Sperry & Barnes 
Company, a corporation of Connecticut; John P. Squire & 
Company, Incorporated, a corporation of Rhode Island; 
John P. Squire Company, a corporation of Maine; the 
United Dressed Beef Company, a corporation of New York; 
Sturtevant & Haley Beef and Supply Company, a corpora- 
tion of Massachusetts; the North Packing & Provision Com- 
pany, a corporation of Maine; and the National Live Stock 
Shippers’ Protective League. The interveners named ap- 
plied for reparation of 25 cents per carload on shipments 
loaded and unloaded by them at Chicago since the taking 
effect, on May 21, 1917, of the tariff filed by the Union 
Stock Yard & Transit Company advancing by 25 cents per 
car the loading and unloading charges at the yards. 

As stated, the complaint makes the broad assertion that 
it is the duty of the carriers transporting shipments of live 
stock, in carloads, to load and unload such shipments. In 
National Lumber Dealers’ Assn. vs. A. C. L. R. R. Co., 14 
I, C. C., 154, we had occasion to deal with the general prac- 
tice obtaining throughout the country as to loading and 
unloading shipments of freight in carloads. At page 160 of 
this opinion we stated: 


Ever since the inception of railroad transportation shippers 
have, generally speaking, loaded and their consignees have 
unloaded carload freight. ~This practice or custom arose nat- 
urally because it was the easiest, most economical and _ sat- 
isfactory way of doing business. It is practically out of the 
question for railroads to provide men to load and unload 
carload freight at all points in the country. The shipper can 
load more satisfactorily and economically than anyone else. 
He is able to possess himself of effective appliances, where they 
can be used, to employ skilled men to properly load all carload 
traffic. whether shipped in closed or on open cars. For the 


‘Same reasons consignees are the best fitted to unload shipments. 


For more than fifty years the loading by consignor and unload- 
Ing by consignee has béen a recognized rule of carolad trans- 
Portation, and this rule extends to and includes commodities 
which vield to carriers the larger part of their income. 


While, as stated, the rule that shippers must load and 
unload carload freight is generally applied, there are ex- 
ceptional instances in which this work is done by the 
carriers, An example is shown in Davies vs. L. & N. R. R. 
Co, 18 I. C. C., 540. In that case the complainant con- 
tended that it was the duty of the carriers to load carload 
shipments of fruit and vegetables at their own expense. 
The Commission there held: 


Complainant’s contention that it is the duty of defendants to 
load, strip and brace carload shipments of fruit and vegetables 
at their own expense, for the reason that this service is in- 
cluded in the carload rate is not tenable, because the tariffs 
of the principal defendant provide that shippers shall load and 
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unload carload shipments. The service of loading, furnishing 
material, and placing in the cars is an additional service over 
and above the transportation for which the carriers are entitled 
to receive reasonable compensation. 


The soundness of the view that ordinarily it is the duty 
of the shipper to load and unload carload freight is not 
attacked. What is there, then, respecting shipments of 
live stock in carloads that differentiates such shipments 
from that of other articles so clearly as to shift the re- 
sponsibility and duty of loading and unloading from the 
shipper to the carrier? Section 1 of the act to regulate 
commerce provides: 


That the term ‘‘transportation’’ shall include all services in 
connection with the receipt, delivery, elevation and transfer 
in transit, ventilation, refrigeration or icing, storage and han- 
dling of property transported. 


There is here, however, no attempt to particularize as 
between one variety of freight and another and to provide 
for a greater degree of responsibility or an added duty with 
respect to carload shipments of live stock than exists as to 
other freight. Section 1 further provides: 


It is hereby made the duty of all common carriers subject to 
the provisions of this act to establish, observe and enforce 
* * * just and reasonable regulations -and practices affect- 
ing * * * all other matters relating to or connected with the 
receiving, handling, transporting, storing and delivery of prop- 
erty Subject to the provisions of this act which may be neces- 
sary or proper to secure the safe and prompt receipt, handling, 
transportation and delivery of property subject to the provisions 
of this act upon just and reasonable terms. 


In this portion of the section there is nothing stated 
which in any manner sets apart shipments of live stock 
from shipments of other freight unless it be that it is im- 
practical to secure their handling and delivery safely and 
promptly unless the carriers do the loading and unloading. 
It cannot be very well argued, however, that the railroads 
can usually more safely and coveniently load and unload 
shipments of live stock than can persons who are engaged 
generally in the business of breeding, pasturing, feeding 
or otherwise caring for these animals. The complainant 
relies largely upon an expression used by the Supreme 
Court in Covington Stock Yards Co. vs. Keith, 139 U. S., 
128, and in United States vs. Union Stock Yards, 226°U. S., 
286. It was there stated: 


The transportation of live stock begins with their delivery to 
the carrier to be loaded upon its cars and ends only after the 
stock has been unloaded and delivered, or offered to be deliv- 
ered, to the consignee, if to be found at such place as admits 
of their being sagely taken into possession. 


In Doyle vs. Continental, 94 U. S., 535, the same court 
stated: 


The opinion of a court must always be read in connection with 
the facts upon which it is based. 


In the Covington Case there was no issue as to the car- 
rier’s duty to load and unload cars of live stock. The car- 
rfers long before had assumed the duty of loading and un- 
loading live stock at the Covington stock yards. "The car- 
riers there involved held themselves out to perform the 
loading and unloading service and the record does not show 
whether this was brought about by competitive conditions 
or the service was compensated for im the line-haul rate. 
The court further stated in the same opinion: 


A railroad company, it is true, is not a carrier of live stock 
with all the responsibilities that attend it as a carrier of goods. 
(North Penn vs. Commercial Bank, 123 U. S., 727, 734.) : There 
are recognized limitations upon the duty and responsibility of 
earriers of inanimate property that do not apply to carriers of 
live stock. These limitations arise from the nature of the par- 
ticular property transported. But, notwithstanding this differ- 
ence in duties and responsibilities, a railroad company, when it 
undertakes generally to carry such freight, becomes subject 
under similar conditions, to the same obligations, so far as the 
delivery of the animals which are safely transported are con- 
cerned, as in the case of goods. 


In other words, the railroad company becomes subject to 
the same obligations in respect to the delivery of live stock 
as in the case of goods. If it holds itself out to deliver for 
one person, it must deliver for all persons. It was testi- 
fied in this case that in the calendar year 1917, 87.6 per 
cent of the stock originating on the Santa Fe system orig- 
inated at points where the shippers did the loading. The 
Chicago & North Western Railway handled 68,000 cars of 
live stock to Chicago in 1917 and over 90 per cent orig- 
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inated at points where the shippers did the loading. The 
practice on these roads is said to be representative of the 
practices on other western roads. 


Primary Markets. 


The principal primary markets are at Chicago, IIl., 
Omaha, Neb., Sioux City, Iowa, Kansas City, Mo., Amarillo, 
Tex., St. Joseph, Mo., St. Paul, Minn., Milwaukee, Wis., St. 
Louis, Mo., Fort Worth, Tex., El Paso, Tex., Nebraska City, 
Neb., Oklahoma City, Okla., Peoria, Ill., Pueblo, Colo., 
Wichita, Kan., Cincinnati, Ohio, East Buffalo, N. Y., De- 
troit, Mich., Indianapolis, Ind., Jersey City, N. J., Louisville, 
Ky., New York, N. Y., Philadelphia, Pa., Pittsburgh, Pa., 
Atchison, Kan., Denver, Colo., and East St. Louis, Ill. At 
these points it is the practice for the carriers to absorb, at 
least in part, loading and unloading charges. The receipts 
of live stock at the Chicago stock yards for the year 1917 
were 255,093 carloads. The receipts during the month of 
January of that year were 29,329 cars. The amount of stock 
received daily is so large and the necessity for its prompt 
unloading is so imperative that it is probably impracticable 
for the actual consignees themselves to do the unloading. 
A force of men is maintained at the stock yards for that 
purpose, and it is testified that ordinarily a trainload of 
live stock will be unloaded at the rate of approximately 
one minute per car. There is inevitably considerable dif- 
ference between the situation existing at country points, 
where the loading and unloading is performed by the ship- 
pers, and the situation at a great market like that afforded 
by the Chicago stock yards, where the receipts will often 
be as much as a thousand cars per day. Ordinarily train 
crews are not composed of stockmen, and it cannot well be 
argued that there is any more obligation upon a railroad 
company to furnish train crews particularly skilled in the 
handling of live stock than there is to furnish crews par- 
ticularly skilled in the handling of lumber, grain, or any 
other commodity. While it is true that the train crews at 
country stations do sometimes assist with the loading and 
unloading, their principal duties are in connection with 
the proper-and convenient placing of cars. The volume of 
receipts or shipments at country points is often so small 
that the maintenance by the railroad of an organization 
at such places for the purpose of loading and unloading 
cars is out of the question. At the Chicago stock yards, 
the receipts and shipments are so large as to make neces- 
sary the maintenance of an organization to perform this 
service. This organization serves both the shippers and 
the carriers. The consignee finds his stock promptly un- 
loaded and cared for, whether he is on hand at the mo- 
ment of its arrival or not. The carriers secure the prompt 
release of their equipment and its return to the service. 


Are the Chicago Stock Yards the Live Stock Terminals of 
the Line Haul Carriers? 


Some testimony was offered as to the facilities of some 
of the carriers for receipt and delivery of live stock at 
points on their own rails within the city of Chicago. This 
has nothing to do with the question here in issue. There 
is no charge in the complaint that these facilities are not 
adequate for the receipt and delivery of all live stock 
which the shippers may desire to load at or consign to 
such points. A very large proportion, said to be as high 
at 98 per cent of the stock shipped to Chicago, is consigned 
to persons at the stock yards. None of the line haul car- 
riers reaches the Chicago stock yards with its own rails, 
but utilize the tracks of the Chicago Junction Railway, 
for which they pay a trackage charge as published in the 
tariff of the latter company. (C. J. Ry. tariff No. 22, I. 
C. C. No. 117.) 


In Interstate Commerce Commission vs. C. B. & Q. R. R. 
Co., 128 U. S., 320, the Supreme Court, in speaking of the 
right to divide the total rate to the stock yards into two 
parts consisting of a line haul charge and a switching 
charge, said: 


We see no reason to doubt, under the facts of this case, the 
correctness of the rule as to the right to divide the rate, ad- 
mitted by the Commission and announced by the court below. 
* * * Whether the rule which we approve as applied to the 
facts in this case will be applicable to terminal services by a 
carrier on his own line, which he was obliged to perform as a 
necessary incident of his contract to carry, and the performance 
of which was demanded of him by the shipper, is a question 
which does not arise on this record and as to which we are, 
therefore, called upon to express no opinion. 
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By this, it appears that the court did not consiier the 
terminal service at the stock yards as a necessary incident 
to the contract to carry assumed by the line haul carriers; 
that in delivering at the stock yards they undertook g 
further and additional service—a delivery to a termina] 
not on their lines—and were entitled to additional com. 
pensation for so doing. These stock yards, however, are 
in fact a terminal for the receipt and delivery of live stock; 
that is one of the purposes for which they were created and 
one of the uses to which they are now put. The situation 
appears to be exactly the same as it would be were the 
stock yards outside the city limits of Chicago: The stock 
yards must be the terminal for the receipt and delivery of 
live stock of the railroad on whose tracks they stand. 


The complainants disclaim any attempt to prove that 
the increased loading and unloading charges are unreasop. 
able in and of themselves. Their claim is that, whether 
these charges are more or less than they reasonably should 
be, it is a service performed for the line-haul carriers, and 
must be paid for by them. The complainants do assert that 
the absorption of the entire loading and unloading charges 
by the line-haul carriers at other live stock markets and 


‘the failure to absorb the entire charges at Chicago is un- 


duly preferential of other markets and unjustly prejudicial 
to the Chicago market. 

A statement was filed in the record showing the charges 
accruing on four cars of cattle shipped to the Chicago stock 
yards from Plattsmouth, Mo. These charges were as fol- 
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The unabsorbed unloading charges on these four cars 
amounted to $1. The unloading charges that were ab 
sorbed were also $1. The line-haul carriers have always 
held themselves out to absorb 25 cents per car of the un- 
loading charges at these yards. ‘These carriers have not 
held themselves out in terms to absorb the entire charge 
for loading and unloading at Chicago. They have held 
themselves out to absorb 25 cents for unloading and 50 
cents for loading at that point. The additional charge of 
25 cents per car which the shippers have been called upon 
to pay since May 21, 1917, is altogether too insignificant in 
quantity to affect the movement of stock to or from that 
market as compared with other markets. It seems alto- 
gether unlikely that its non-absorption or absorption by 
the carriers has had or will have the effect of turning away 
or bringing to that market a single carload of stock. 


The carriers ask the Commission to find that the absorp- 
tion of any part of the loading and unloading charges at 
Chicago or other markets is unduly preferential of those 
markets and unjustly prejudicial to the various points at 
which such charges are not absorbed. The organization at 
the Chicago Stock Yards that handles this stock fulfills a 
very necessary and useful purpose, serving the interests of 
both carriers and shippers, and can very well exact a fair 
and reasonable price for the service performed. The situa 
tion at this point as well as at other markets must rest 
each upon its own bottom. In so far as the convenience of 
the railroads is aided and their equipment conserved by a0 
organization at this market that loads and unloads the live 
stock, we can see nothing unlawful in the absorption of 
such part of these charges as will fairly represent the 
measure of the service rendered to the railroads. 

The determination at each point where such an organi- 
zation exists of the amount of the loading or unloading 
charges that the line-haul carriers may properly absorb 12 


- consideration of the service rendered to them rests, in the 


first instance, with the carriers serving such point. The 
record is not sufficient to enable us to reach a judgment as 
to what portion of the loading and unloading charges at 
the Chicago Stock Yards should be absorbed by the line 
haul carriers, The circumstances here existing are unlike 
the circumstances existing at many country points, and it 
is not shown that they are'so similar to the circumstances 
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existing at other markets as to justify the same absorp- 


s. 

wre theory upon which the complainant, the Stock Yard 
Company and. the interveners have proceeded, is that the 
jine-haul carriers created the situation existing at Chicago 
py the organization of the Union Stock Yards & Transit 
Company, and the absorption through many years of its 
joading and unloading charges; that the Stock Yard Com- 
pany is an agent of the line-haul carriers; that the facili- 
ties of that company are absolutely essential to a complete 
delivery at this great market; that these facilities are pri- 
yate property, not subject to public control, although used 
jn performing a common carrier’s service; that whatever 
price the company may see fit to exact for the service ren- 
dered and the facilities used it must be paid by the line- 
haul carriers. They disregard the facts that the Stock 
Yard Company is made a common carrier by the terms of 
its charter; that it has been held to be such by the Su- 
preme Court of the United States; that its facilities for 
loading and unloading live stock are not on the rails of 
the line-haul carriers; and that these facilities are reached 
by the rails of the Chicago Junction Railway. 


Suggested Conclusions. 


1. The Union Stock Yard & Transit Company of Chi- 
cago is 2 common carrier engaged in interstate commerce 
and subject to the provisions of the act to regulate com- 
merce. 

2. The notice of cancellation of its tariff of charges for 
loading and unloading live stock, in carloads, at the Chi- 
cago Stock Yards should be canceled. 

3. The loading and unloading of live stock, in carloads, 
is ordinarily a duty of the shipper. 

4, The duty of loading and unloading live stock, in 
carloads, May be assumed by the carriers in those instances 
in which their convenience is aided and their equipment 
conserved by so doing. : 

5. The loading and unloading service performed by the 
Union Stock Yard & Transit Company is for the benefit of 
the shipper, but tends also to the convenience of the line- 
haul carriers. 

6. How much, if any, of the loading and unloading 
charges may properly be absorbed by the line-haul carriers 
is dependent upon the degree to which their interests are 
served in any particular instance..: 

7. The failure to absorb all of the charges for loading 
and unloading live stock at the Chicago stock yards, while 
absorbing all such charges at certain other markets, has 
not been shown to produce undue discrimination against 
shippers of live stock at the Chicago stock yards. 

8 The Chicago stock yards are the terminals for re- 
ceipt and delivery of live stock of the railroad on whose 
tracks they stand. 

9. The absorption by the line-haul carriers of the charges 
for loading and unloading live stock at Chicago and other 
market points has not been shown to be unduly discrimina- 
ral arr other points where such charges are not ab- 
sorbed. 

10. Complaint in Docket No. 9977 should be dismissed. ° 


SOUTHERN TRAFFIC LEAGUE 


Atlanta, Ga., June 2—Representatives of southern com- 
mercial organizations and industrial concerns met at At- 
lanta, May 31 and June 1, to organize the Southern Traffic 
League. The primary purpose of the organization is to 
consider general order No. 28 of the Director-General of 
Railroads, advancing freight rates, but it will be permanent 


and will handle all important traffic questions arising in - 


southern territory. The organization comprises the terri- 
tory south of the Ohio and Potomac Rivers and east of 
the Mississippi River. 

The following officers and directors were elected: M. M. 
Caskie, Montgomery, Ala., president; W. E. Gardner, Jack- 
Sonville, Fla., first vice-president; Carl Giessow, New 
Orleans, La., second vice-president ; J. T. Ryan, High Point, 
N. C., secretary-treasurer. Directors: The president and 
vice-presidents and J. T. Slatter, Columbia, S. C.; J. T. 
Ryan, High Point, N. C.; Frank Wilby, Savannah, Ga.; 
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O. L. Bunn, Birmingham, Ala.; W. D. Nelson, Jackson- 
ville, Fla.; C. W. Hayward, Meridian, Miss.; J. H. Town- 
shend, Memphis, Tenn.; W. A. Cox, Norfolk, Va. and C. B. 
Stafford, Louisville, Ky. 

Those present discussed the order of Director-General 
McAdoo and it was the consensus cf opinion that a literal 
enforcement of the order would result in great injustice 
in Many cases to southern shippers by reason of the fact 
that intrastate rates would be increased many times the 
proposed advance of 25 per cent, this being brought about 
by reason of the fact that state-made rates will be can- 
celled and interstate rate scales adopted. These changes, 
it was pointed out, would disrupt the present relationship 
between different shipping points to the disadvantage of 
many southern cities. 

The meeting went on record as not being opposed to 
any policy deemed necessary by the government at this 
time for the general welfare in connection with the pros- 
ecution of the war; however, it was felt that the Director- 
General does not realize the situation that will be created 
in southern states by enforcement of the order and for this 
reason it was deemed advisable to place the matter be- 
fore the Railroad Administration, urging that the order 
be so amended as to bring about equal treatment to all 
sections of the country. It was felt that an unequal ad- 
vance in rates would demoralize the commerce of all 
southern states. The meeting addressed the following 
recommendations to the United States Railroad Adminis- 


tration. 

There having been announced a determination on the 
part of the Railroad Administration to increase freight 
rates throughout the United States.so as to bring about 
additional revenue from railroad operations, there was 
called on May 31 in the city of Atlanta, a meeting of civic 
and industrial traffic managers representing all states east 
of the Mississippi and south of the Ohio River. At such 
meeting the delegates present organized themselves into 
2n association to be known as “The Southern Traffic 
League.” The object of such association is to aid and 
co-operate with the Railroad Administration in traffic mat- 
ters and in all proper ways to present through concerted 
action ‘the point of view of shippers and business men 
concerning freight rates in the south. v 

At such meeting on May 3i1st, the General Order No. 28. 
was considered and its effect upon business in the South 
was discussed. The sense of the meeting was that it is: 
imperative te-inform the Railroad Administration of some 
disastrous consequences that would follow a literal inter- 
pretation and enforcement of General Order No. 28, so 
far as the South is concerned. The following are the 
chief points in connection with General Order No. 28, which 
it was deemed essential to present. The shippers of the 
South will gladly assume their just share of the new trans- 
portation burden, but the Railroad Administration is urged 
to modify its General Order No. 28 in such a way as_to 
avoid inequalities and to bring about a more uniform 
distribution of such burdens. 

1. While the general purpose of Order No. 28 is to 
increase freight rates approximately 25 per cent, yet its 
literal enforcement in the South would mean a vast num- 
ber of increases very much greater than that amount, It 
is confidently believed that it was not the purpose of the 
Railroad Administration to impose on the South at this 
time a burden of such unparalleled magnitude. 

2. The foregoing statement is based on the fact that 
although interstate rates in the South would generally be 
increased about 25 per cent yet intrastate freight rates in 
the South would be increased in excess of that amount. 
Through the substitution of Southern for State Classifica- 
tions and through the immediate cancellation of. intra- 
state rates—established by local commissions with due re- 
gard to commercial and competitive conditions existing at 
that time and now—a literal enforcement of Order No. 28 
would produce increases in intrastate freight rates that 
would paralyze many lines of industry. In the South 


great importance is attached to intrastate freight rates 
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on account of the economic conditions prevailing in this 
territory. 

The predicted paralysis of business would follow not 
only from the mere fact of enormous increases in rates 
but chiefly from the shock of drastic and sudden disturb- 
ances of existing rate relationships, upon which relation- 
ships the commerce and business of the South has been 
developed through a long period of time. 

3. The relationship now existing between ports on im- 
port and export freight should be continued. 

4. The proposed carload minimum charge of $15.00 per 
car will have the effect of increasing the rates on many 
low grade commodities for short hauls over 25° per cent 
and will be disastrous to many industries. 

5. Furthermore, the very short time between the issu- 
ance of Order No. 28 and its effective date renders it im- 
possible for the execution of contracts based upon existing 
freight rates without serious financial loss. Under normal 
conditions the time allowed might have been sufficient; 
but due to car shortage, embargoes and the government 
demands, it will not be possible for many industries in the 
South to readjust their businesses in time to escape the 
inevitable consequences of such very great increases in 
rate as would result from the literal enforcement of Order 
No. 28. 

6. The association therefore earnestly recommends that 
Order No. 28 be modified in the following respects: 

(a) At this time no greater amount of increase in in- 
trastate rates should be made than the increase allowed for 
interstate traffic. 

(b) That Order No. 28 be so modified as to protect or- 
ders and contracts made prior to the publication of the or- 
der, on the then existing freight rates. 


(c) That that section of Order No. 28 providing for 
minimum charge of $15.00 per car be abrogated. 


(d) All export and import rates that have been estab- 
lished for equalization purposes should not be advanced 
by a greater amount than the rate through the port with 
which such rates were originally put upon an equality is 
advanced. In other words, the principle of equalization 
should be continued. In cases where import commodities 
rates are published and there is no corresponding domestic 
commodity rates between the same points, the import com- 
modity rates should be subjected to the general increase 
allowed on all traffic and the rate as increased should be 
applied to both import and domestic traffic. 


7. Other matters relating to Order No. 28 were discussed 
at the meeting on May 3lst, but the foregoing are the ones 
which it is most important should be considered by the 
Railroad Administration, since they are of such nature 
that no other tribunal has authority to make the modifica- 
tions requested. This association and its memebers tender 
to the government their services with the hope and expecta- 
tion that they may be of value in connection with readjust- 
ments of freight rates in the South. 

A committee composed of the officers, directors, and vari- 
ous other members of the league was appointed to go to 
Washington and confer with Director-General McAdoo, 
with a view to placing the above recommendations before 
him with specific information in support of the recom- 
mendations. This committee was to go to Washington 
June 5. 

A committee of the league conferred with the Adminis- 
tration’s southern freight rate committee, of which Randall 
Clifton is chairman, placing before it the views of the 
league. The rate committee stated that the recommenda- 
tions of the league would receive careful consideration, but 
it had so far not interpreted the Director-General’s order in 
a way that would permit it to modify the provisions of 
the order prior to the effective date, June 25. 


The following were in attendance at the meeting: J. W. 
Stanfiel, Stockham Pipe & Fittings Co., Birmingham, Ala.; 
W. B. Lewis, Continental Gin Co., Birmingham, Ala.; A. S. 
Lucas, U. S. Cast Iron, Pipe & Fdy. Co., Birmingham, Ala.; 
M. M. Caskie, Chamber of Commerce, Montgomery, Ala.; 
Bruce Kennedy, Jr., Chamber of Commerce, Montgomery, 
Ala.; Fulton Saussy, F. Saussy & Co., Jacksonville, Fla.; 
W. D. Nelson, Jacksonville Traffic Bureau, Jacksonville, 
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Fla.; W. E. Gardner, Georgia-Florida Saw Mill Ass’n, Jack. 
sonville, Fla.; J. Alfred Lechler, Cotton Mills, Atlanta, Ga.; 
S. A. Stivey, Chamber of Commerce, Columbus, Ga, 
Howard H. Stafford, Georgia-Carolina Briek Co., Augusta, 
Ga.; Edw. A. Kimbali, Georgia Mfrs. Ass’n, Atlanta, Ga. 


-M. M. Emmert, Coca-Cola Company, Atlanta, Ga.; B. Gi, 


ham, Chamber of Commerce, Macon, Ga.; H. C. Fowler, 
Chamber of Commerce, Macon, Ga.; Frank Wilby, City of 
Savannah, Savannah, Ga.; Carl Giessow, New Orleans Joint 
Traffic Bureau, New Orleans, La.; J. T. Ryan, Souther 
Furn. Mfrs. Ass’n, High Point, N. C.; A. S. Browne, Cotton 
Mfrs. Ass’n of N. C., Charlotte, N. C.; W. S. Creighton, 
Charlotte Shippers’ & Mfrs. Ass’n, Charlotte, N. C.; J. 7 
Slatter, Columbia Chamber of Commerce, Columbia, S. (,; 
E. D. L. Wood, Chattanooga Mfrs. Ass’n, Chattanooga, 
Tenn.; B. R. Shepherd, Chattanooga Sewer Pipe Works, 
Chattanooga, Tenn.; T. M. Henderson, Traffic Bureau of 
Nashville, Nashville, Tenn.; J. H. Townshend, Southern 
Hardwood Traffic Ass’n, Memphis, Tenn.; Jas. S. Dvant, 
Memphis Freight Bureau, Memphis, Tenn.; C. W. Hayward, 
Meridian Traffic Bureau, Meridian, Miss.; H. T. Moore, 
Atlanta Freight Bureau, Atlanta, Ga.; Chas. Kimmich, 
Charleston Freight Bureau, Charleston, S. C. 


MORE ECONOMIES ORDERED 


The Traffic World Washington Bureau, 


Director-General McAdoo contemplates relieving all rail- 
road vice-presidents, treasurers, and general managers har- 
ing to do with the formulation of financial or traffic 
policies, on the ground they are not needed and that this 
is the next logical step in carrying out the determination 
to economize. This, with the removal of the presidents, is 
expected to make a saving of $25,000,000. 


It is estimated that up to June 2, eighteen million miles 
of unnecessary passenger train service had been eliminated, 

Mr. McAdoo’s idea is that by these economies the whole 
wage increase can be taken care of and the increased rates 
provided for in No. 28 will be to that extent ‘“‘velvet” for 
the Government, or can be cut down. The end sought is 
the elimination of everything other than the strict operat: 
ing force, regardless of the effect on corporations. 


COMMISSIONERS FIND HOPE 


The Trafic World Washington Bureau. 
According to word brought from White Sulphur Springs 
by state commissioners, there is a possibility of the gross 
injustices worked by general order No. 28 being corrected 
before the effective date of the rate increases, June 23. 
As reported by these state commissioners, Director-General 
“McAdoo gave assurance that reasonable adjustments, espe 
cially in these cases where grievious injury would be done, 
might be taken care of before June 25 and that C. 4 
Prouty was authorized to deal with those matters. 


A committee consisting of commissioners from sevel 
or eight states called on Mr. Prouty immediately after 
their return to Washington, June 7, asking that ana 
rangement be made for the consideration of such gT0s 
injustices. 

Coincident with the promulgation of the declaration bY 
the state commissions that C. A. Prouty had been author 
ized to remove gross injustices before June 25, the rail- 
road traffic men who formulated the rate order begal 
talking about the possibility of the effective date of the 
whole order being postponed so as to allow a revision. 

Railroad men not in the inner circle around Mr. Me 
Adoo said that the volume of protest from shippers and 
state commissions had astonished Railroad Administratio 
officials to such an extent that they are now not bristlilé 
up when anybody suggests that there could be a po 
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pnement without doing the Railroad Administration any 


harm. 





The state commissioners conferred with Director-General 
McAdoo at White Sulphur June 6 instead of in Washing- 
ton June 5, as planned at first. They are understood to 
have said that it is and has been their desire that govern- 
ment operation shall be an unqualified success, and that 
they were not there to raise questions of jurisdiction, but 
to urge the Director-General to issue a general order or 


an announcement stating his position as to his field and 


theirs, so that there may be the largest possible measure 
of co-operation in meeting the supreme need of the na- 
tion—that of winning the war. 

It is understood that their concrete suggestion was that 
the state commissions continue to function under their ad- 
mitted police powers; that interstate rates be filed with 
the state commissions or that the latter be made the 
agents of the Director-General for doing that; and that a 
plan be worked out for co-operation: so that when the fed- 
eral control law expires the records of the state commis- 
sions will be. complete. 

They called attention to the fact that in California, at 
least, the railroads have formally challenged the jurisdic- 
tion of the state commission on every point and moved to 
dismiss all kinds of proceedings, in accordance with in- 
structions from Washington. Respecting general order No. 
28, they said that, while everybody expected increases to 
take care of wages, nobody expected the radical and ex- 
traordinary increases decreed, which they figure run from 
% to 350 per cent on classes; 25 to 300 per cent on com- 
modity schedules; and from 10 to 300 per cent on passen- 
ger fares. Such rates, they said, threaten some industries 
with “commercial annihilation.” 

While they, as committeemen, did not raise the juris- 
dictional question, they said they could not bind the state 
commissions or shippers to ignore the state laws requiring 
railroads to file interstate rates with state commissions. 
It was to prevent such possible litigation that they sug- 
gested the scheme. of co-operation they proposed to place 
before Mr. McAdoo in a formal memorandum. They asked 
that the grossest injustices and inequalities be corrected 
before the effective date of the order, While the confer- 
ence was going on the Missouri commission filed a formal 
petition to have suspended the parts of order No. 28 relat- 
ing to state rates and the substitution of interstate minima 
for state weights, using strong language to back up its 
Tequest. 


RATE COMPLAINTS OF SHIPPERS 


The Trafic World Washington Bureau. 


The advances in rates ordered by General Order No. 28 
vill go into effect June 25 without modification. Word to 
that effect was conveyed to every inquiring shipper by 
luther M. Walter late in the afternoon of June 1. It will 
hot be worth while to make representations to the Direc- 
‘or-General or to any other member of the Railroad Ad- 
hinistration with a view to having modifications made 
before the effective date. 

After the rates are in effect there may be modifica- 
tions, but not before. After they are in effect formal com- 
dlaints may be filed with the Interstate Commerce Com- 
hission, That, however, is not the only course the ship- 
ber will have before him, He can take his troubles to the 
leal agent of the railroad, who, of course, has no power 
ad who probably in many cases is not competent to ad- 
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vise the higher officials as to what the complaint is about. 
There will also be local committees in many traffic centers, 
and district committees for the shipper who is not minded 
to file a formal complaint. 


The Interstate Commerce Commission is the last resort. 
When it says “no” the shipper is done for, just as he was 
before the government took over the railroads, unless he 
takes an appeal to Congress and persuades that body to 
change the rate by passing a bill—which even then might 
be vetoed by President Wilson. 


The protests and requests for hearings prior to the ef- 
fective date of the order sent to the Commission and the 
Railroad Administration, several hundred in number, are 
being considered by Luther M. Walter, representing the 
public, so to speak, and Paul Hastings for the railroads. 
They are considering them with a view to sending them ta 
the proper district committee for disposal. 


It is the attitude of the Railroad Administration that it 
has not the force to consider every local complaint. There- 
fore, it will refer the objections to the local committees 
which can make recommendations to the central authority, 
either that it stand pat or make changes to give relief to 
some who may be acutely hurt by the horizontal increase. 

When the flood of protests began coming it was thought 
that perhaps they could be handled in the ordinary course 
of business by telling the complainant that the Director- 
General had thought of the point raised by him and the 
conclusion had been reached that that would not do. Then 
a mixed committee composed of men from the Adminis- 
tration and from the Commission would sit on the com- 
plaints, but late in the afternoon of June 1 it was decided 
that, inasmuch as the Commission is going to have for- 
mal complaints on the matters mentioned in the protests, 
that it would not do to have a mixed committee. Attor- 
ney Examiner La Roe and Examiner Thurtell were desig: 
nated to act for the Commission, either Paul Hastings or 
Luther Walter was to act for the Administration. But 
the conclusion that the Commission should not mix in 
left Walter and Hastings to distribute the requests for 
hearings to committees, as before indicated. 

Not a shipper will know for even a second in advance 
as to what rate he will have to pay, because the tariffs are 
to be filed on one day’s notice. What a tariff man may 
prepare and show a shipper may not be what actually goes 
into effect, because, until the tariff is actually on the files, 
it will be subject to change by the men in Washington, who 
will have the power to revise the work of the agents. 

The application of the percentage and fraction tables 
will be the thing that will cause the uncertainty as to the 
particular rate to be paid. That is why the shipper will 
not actually know his rate until he is called upon by an 

agent to settle his freight bill. 

There can be no protest that a tariff is not being applied 
in accordance with the provisions of No. 28 until after 
bills have been rendered. 


Way for Handling Protests. 

On May 31 it became obvious to Director Prouty and 
Luther M. Walter, his assistant, that some way for han- 
dling the protests must be found. It would not do merely 
to acknowledge their receipt and then put them in the 
cellarette serving as a receptacle for blank paper. Nor 


would it do to advise the complainants to file their peti- 
tions with the Interstate Commerce Commission. It would 
not do to tell them to file with the Commission because 
le who do the 
rtant, it would 


that would be slapping in the face the pe 
business of the country. But, more im 
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not do because the point in all the hundreds of telegrams 
and letters that had been received up to that time were 
directed to the point that injustice would be done if the 
rates were allowed to become effective, regardless of 
what the Commission, months hence, may say about dis- 
criminatory or non-discriminatory rates. 

That fact—that the protests are intended to stop the 
publication of unjustly discriminatory rates—brought about 
the suggestion that there should be an investigating com- 
mittee to be attached to the staff of the Director-General 
to perform for him the functions now performed by the 
fifteenth section board of the Commission, and by the in- 
vestigation and suspension board before the fifteenth sec- 
tion was amended last August. 

It tickled the risibilities of those who have long been 
familiar with the regulatory work of the Commission to 
find the Railroad Administration officials first adopting a 
resolution that all protests should be referred to Director 
Prouty’s office and then that committees should be ap- 
pointed to do the very things the boards of the Commis- 
sion have been doing so long that they can smell an 
undue discrimination in a tariff without even waiting to 
give it the “once over.” 

The answer was obviously, “Why should the Commission 
be deprived of its powers of inquiry and suspension pend- 
ing investigation simply because the railroad men whose 
tariffs it has been necessary to check, revise and other- 
wise manhandle so as to keep them within gunshot of rea- 
sonableness, are now called employes of the government?” 
The suggestion was made that a government employe can 
do just as many foolish things as a railroad official and 
when the railroad official is made an employe of the gov- 
ernment the change in the form of employment does not 
necessarily change his views. 

This was on the theory that, as at first proposed, these 
traffic committees would hear complaints of shippers with 
a view to giving effect to any legitimate objections made 
by them before the tariffs should become effective. But 
then came the later announcement that no modifications 
would be made before the effective date of the advanced 
rate tariffs. 

The Railroad Committees. 

While -the thought was that modifications prior to the 
effective date might be made, as a result of consideration 
by a central committee in Washington composed of repre- 
sentatives of the Railroad Administration and the Com- 
mission, the former ordered the establishment of three 
regional committees, one’ in each classification territory, 
and ten district and one commodity committee. The chair- 
man of each of the committees, and the headquarters of 
each, were announced: by Director-General McAdoo on 
May 31, as follows: , 

Eastern district—B. Campbell, chairman, 143 Liberty 
street, New York City, for Official Classification. 

Southern district—Randall Clifton, chairman, Walton 
building, Atlanta, for Southern Classification. 

Western district—A. C. Johnson, chairman, transporta- 
tion building, Chicago, for Western Classification. 

The following district freight traffic committees have 
also been appointed: 

New England—H. L. Kentfield, chairman, South Station, 
Boston. 

Trunk Lines—H. C. Burnett, chairman, 143 Liberty 
street, New York City. 

Trunk Line, goal and coke committee—E. B. Crosley, 
chairman, Readifig terminal, Philadelphia. 
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Central—C. J. Brister, chairman, Transportation building 


Chicago. 

Central Coal and Coke—J. C. Veinning, chairman, 804 
Pennsylvania station, Pittsburgh. 

Chicago traffic committee—F. P. Eyman, chairman, trans. 
portation building, Chicago. 

St. Louis district—J. L. West, chairman, Century build. 
ing, St. Louis. 

St. Paul district—H. M. Pearce, ‘ebtatinate St. Paul. 

: Kansas City—D. R. Lincoln, chairman, Kansas City, Mo, 

Portland—F. W. Robinson, chairman, Portland. 

San Francisco—W. G. Barnwell, chairman, San Fran. 
cisco. 

The following explanation of the traffic committee ar. 
rangement was made: 

“The Director-General invites the co-operation of the 
shipping public in working out a satisfactory adjustment 
of freight rates on the higher level now necessary. All 
shippers who desire to make suggestions as to the main- 
tenance of established differentials or the readjustment of 
freight rates under general order No. 28, may present 
their views through the freight traffic officers of the rail- 
roads serving them; but if shippers feel, after presenting 
such matters of their own roads, that they want their 
views given further consideration, the freight committee 
for the territory or district involved will be glad to hear 
and consider any proposal or suggestion the shippers have 
to offer.” s 

The idea is to have one committee in each region to 
look after big complaints and several in different parts 
of the country to listen to what might be called local 
complaints as, for instance, sand and gravel in the Chi- 
cago district. Such an organization would do work hith- 
erto done by the Commission generally before there was 
any damage, by means of fifteenth section and suspension 
hearings. 

How the Scheme Works. 

The committees are composed wholly of railroad men. 
They are representatives of the men who ordered the 
advances decreed in General Order No. 28. Shippers tak- 
ing their troubles to them, in effect, will be doing what 
they did before the railroads went into the hands of the 
government when they called on the railroad men wh0 
had filed tariffs with the Commission. They will be ap 
pealing to the rate-makers on the basis of, “For the love 
of Mike, be reasonable.” 


If the committees are inclined to be reasonable, pre 
sumably they will make recommendations to Traffic Di 
rector Chambers. The latter, after June 25, may order 
changes in the rates that went into effect on that day. 
If Director-General McAdoo desires to keep everything 
moving in an orderly way, he will decline to listen t0 
any one who desires to have a rate changed. He will refer 
such a person to one of the committees, either regional, 
district, or commodity, for report on the subject, to be 
made to Director Chambers, presumably subject to apped! 
to him. 

The first step, according to the explanation made it 
Director-General McAdoo’s announcement of committees 
on May 31, will be for the shipper to see the freight trafic 
officers of the road or roads serving him. If he obtains 0 
satisfaction from them, then he may go to one of thé 
committees, with right of appeal~to the regional or di* 
trict committees, presumably as to whether the matter 
requiring adjustment may be deemed a local or region! 
matter. 

Few expect the scheme to work, because the committe 
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have no real power. It has already become apparent 
that shippers are not inclined to fool with local committees, 
the members of which had nothing to do with the formula- 
tion of the policy, the working of which resulted, as they 
believe, in the rates objected to. 

As evidence of that may be cited these facts: The non- 
Standard oil refiners, led by Clifford Thorne, appeared 
pefore Director Prouty on June 4. They told him their 
troubles and he sent them to see Traffic Director Cham- 
pers and Oil Director Requa. Representative Joseph G. 
Cannon made representations to somebody in the Rail- 
road Administration about the situation of competing lime- 
stone quarrymen created by the fact that some are in- 
side the Chicago switching district and pay no increase, 
while others are outside and pay an increase of one cent 
per 100 pounds, or twenty cents per ton, which increase, 
if set down as a profit, would be a big one. Representa- 
tive Humphreys of Mississippi tried to get in touch with 
Luther M. Walter on June 5 to tell him that lumbermen 
‘in Mississippi object to the $15 per car minimum, saying 
that such a charge for short movements will be ruinous to 
them, because they have been having that service per- 
formed for short distances for five or ten dollars. 

The shippers not represented by traffic managers or 
trafic associations, the ones that are being hard hit by 
the order, are not paying any attention to the instruction 
to go to the local traffic man, the district or regional 
committee and they may not know about it. Shippers 
represented by traffic managers or traffic associations may 
heed the instruction. They started with their objections 
before the instructions were issued, and kept them up 
regardless of the fact of their issuance. 

The small shippers and shippers not represented by 
traffic managers or by associations called on their repre- 
sentatives in Congress to use their acquaintance with the 
men composing the Railroad Administration in efforts to 
have adjustments they think necessary made before the 
effective date. They naturally figured, it is believed, now 
that railroad operation and to a large extent railroad 
regulation is in the hands of a political part of the gov- 
ernment, the employment of the ordinary political -method 
of obtaining something from the government is the proper 
way to proceed. 

Interests that may be damaged by the fact that No. 28 
rates are to go into effect regardless of the consequences, 
may console themselves that the losses they suffer are 
part of the expense of winning the war they must bear. 

The argument, in Congress, in favor of a grant of arbi- 
trary power was that it would be monstrous to tie the 
hands of the President in any rate matter. Those who 
said the President could not possibly know what should 
be done, were asked if they could not trust the President. 
In effect they were bowled over by queries as to their 
loyalty to the United States because they suggested that 
the President, as the operater of the railroads, should 
be subject to the regulation that has been upon the 
tailroais ever since the passage of the act to regulate 
ommerce, for no reason other than that, in the nature 
of things, he could not know what would be the effect 
of changes in rates unless there was ample opportunity 
for those ealled on to pay them to appear before an im- 
partial tribunal and point out the probable effect. 

Chairman Sims, of the use committee on interstate 
and foreign commerce, be 6 impatient with representa- 
tives o: shippers when they expressed the fear that exactly 
What has happened would take place i the Commission 
Were relieved of the power to hold up tariffs pending 
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inquiry as to the decency of the rates proposed. He said it 
was not contemplated that the President should ever use 
the power to make rates except in the fact of an emer- 
gency and then only to facilitate the movement of troaps 
or government supplies. He pooh-poohed the idea of the 
President going into the business of general rate-making. 

The fact is that everything the opponents of the change 
feared has been brought about. The rates will be the 
highest ever known, at a period of inferior service, and 
filled with what many shippers believe to be the most 
unjust discriminations between commodities and between 
communities, the prevention of which was the primary 
object of the framers of the act to regulate commerce. 

Material that shippers may place before the local traffic 
men or the committees may be used as arguments before 
the Director-General for modifications of tariffs due to 
become effective June 25, or as testimony in support 
of formal complaints filed with the Commission. It will 
not be a total loss. 


DISTRICT TRAFFIC COMMITTEES 


The Western Freight Traffic Committee, which is com- 
posed of A. C. Johnson, chairman, S. H. Johnson, J. B. 
Baird, F. B. Houghton, Gentry Waldo and E. B. Boyd, 
secretary, immediately after the issuance of the Director- 
General’s order providing for railroad committees to hear 
rate complaints of shippers, issued its circular No. 1 to 
western railroads appointing the following district freight 
traffic committees, with headquarters and jurisdiction as 
indicated: 


Chicago District Freight Traffic Committee—F. P. Ey- 
man, chairman; H. E. Pierpont, H. H. Holcomb, S. G. 
Lutz, F. G. Banister, secretary. Headquarters, Chicago, 
Ill. Jurisdiction—The states of Michigan (northern penin- 
sula), Wisconsin, Iowa and Illinois (except traffic crossing 
the Illinois-Indiana state line or the Ohio River), and 
Missouri on and north of the Rock Island, St. Louis to 
Kansas City. ; 

St. Louis District Freight Traffic Committee—J. L. West, 
chairman; W. A. Rambach, F. Koch, J. E. Johanson, F. A. 
Leland, secretary. Headquarters, St. Louis, Mo. Jurisdic- 
tion—Missouri, south of the Rock Island, St. Louis to Kan- 
sas City, Oklahoma, Arkansas, Texas and Louisiana. 

St. Paul District Freight Traffic Committee—H. M. 
Pearce, chairman; Henry Blakeley, H. H, Brown, G. O. 
Somers, secretary. Headquarters, St. Paul, Minn. Juris- 
diction—Minnesota, North Dakota, South Dakota, Montana 
(east of Butte, Helena and Havre, inclusive). 

Kansas City District Freight Traffic Committee—D. R. 
Lincoln, chairman; F. Mon rency, J. R. Koontz, C. P. 
Rowlin, secretary. nesagilies. Kansas City, Mo. Juris- 
diction—Wyoming, Nebraska, Colorado, Kansas and New 
Mexico (Albuquerque and Deming and east). 

Portland District Freight Traffic Committee—F. W. Rob- 
inson, chairman; W. D. Skinner, F. D. Burroughs; S. J. 
Henry, secretary. Headquarters, Portland, Ore. Jurisdic- 
tion—Washington, Oregon, Idaho, Mantane, ease of Butte, 
Helena and Havre). 

San Francisco District Freight Traffic Committee—W. 
G. Barnwell, chairman; G. W.-Luce, H. K. Faye, F. W. 
Gomph, secretary. Headquarters, San Francisco, Cal. 
Jurisdiction—California, Nevada, Utah, Arizona, and New 
Mexico (west. of Albuquerque and Deming). 

Under the direction of the western freight traffic com- 
mittee, the circular states, the district committees will 
have charge of freight rates, rules and regulations in 
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their respective jurisdictions; they will be standing com- 
mittees and individual members will be prepared to give 
their entire time to the work when necessary. ‘The cir- 
cular continues as follows: 


A proposal to change rates, rules or regulations may 
originate with the district committee or with any railroad 
within the jurisdiction of the committee. 

While it is expected and preferred that shippers shall 
deal with the appointed representatives of railroads di- 
rectly concerned, the district committee will be accessible 
to the public and will promptly consider any applications, 
complaints or suggestions which may be submitted. 

Until further advised, district committees will refer to 
this committee all proposals of changes in rates, rules or 
regulations on which the committee recommends action. 

District committees are authorized to appoint sub-com- 
mittees or call upon officers or employes of railroads in 
their respective jurisdiction for any required service or 
information. 

Tariff publishing agencies named below will be con- 
tinued: 

R. H. Countiss, agent, Transcorftinental Freight Bureau. 

E. B. Boyd, agent, Western Trunk Line Committee. 

F. A. Leland, agent, Southwestern Tariff Committee. 

F. W. Gomph, agent, Pacific Freight Tariff Bureau. 

A. C. Fonda, agent, Texas Tariff Bureau. 


SOME SPECIFIC PROTESTS 


The Trafic World Washington Bureau. 

About a million questions as to what the rate between 
specified points on specified articles will be when the 
Director-General’s rate order becomes effective have al- 
ready arisen. More will arise. Some will be answered 
soon, but most of them will hang over until an arbitrary 
settlement has been made. After the arbitrary settlement 
has been made those who lose in the contention will have 
something to put in moth balls to bring forth at a more 
propitious time. 

Carriers have not cashed in in full on the Commission’s 
permissive orders in the fifteen per cent case. There are 
still some odds and ends of the five per cent case that 
could be dragged forth if time hung heavy. on the hands 
of those having charge of tariffs. 

One small cause for this condition is to be found in the 
fact that the Commission has not had time to examine the 
tariffs filed by the carriers in supposed compliance with the 
fifteen per cent, the Central Freight Association and doz- 
ens of other cases in which the regulating body said the 
railroads might have advances. It has not yet approved 
them all as being in compliance with the permits. The 
carriers themselves have also been delayed. 


_General Order No. 28 authorizes the carriers to add twen- 
ity-five per cent to the rates after inflation under the fifteen 
per cent order. The first question that stares hundreds of 
shippers in the face is, “What is the rate under the Com- 
mission’s order in the fifteen per cent case?” There never 
was a time when a carrier filed a tariff under a permit 
granted in a formal case which was not challenged by 
some shipper or shippers on the ground that the carrier 
had not conformed to the limitations in the order permit- 
ting advances to be made. For instance, in the report on 
the fifteen per cent case, carriers were supposed to ob- 
serve “established relationships’—also differentials. No 
two men agree as to what they are in all eonceivable in- 
stances. 

But before the question as to whether the tariffs now 
posted are in compliance with the sundry and divers lim- 
itations in that order can be answered, the President 


authorizes the carriers to add twenty-five per cent to the : 


rates authorized in that decision. Each of these questions 
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will be of vital importance to only possibly two or three 
shippers. They, however, have been or will be raised, 

Although at the time this was written neither the Raj. 
road Administration nor the Commission had had an op 
portunity to arrange the protests they had received so ag 
to allow public inspection, the understanding was genera] 
among those who had physically handled the letters ang 
telegrams that they came chiefly from shippers having 
not more than one or two shipping points. That is to say, 
the men who have factories at many points in the country 
have not said anything, although they know the percentage 
increase in rates will increase the disadvantage under 
which the man now farthest from a given market will la 
bor, and they know that, as a general rule, the percentage 
system of making increases is not to be approved except 
on the ground of extreme emergency to be met in only 
that way. 

Samuel H. Cowan, one of the oldest practitioners at the 
Commission bar, speaking for the National Live Stock Ship. 
pers’ Protective League, the American National Live Stock 
Association and the constituent organizations of the Live 
Stock Producers’ and Shippers’ Association, on June 1 filed 
what may be regarded as a typical protest against the pro. 
posal and request for hearing with a hope that modifica. 
tions may be made in the order respecting rates on live 
stock. 

The live stock men do not object, although they do not 
admit the necessity therefor, to the size of the advance in 
rates, which are limited to twenty-five per cent, or a maii- 
mum of seven cents per 100 pounds on live stock. But they 
do object to the horizontal increase. They never did see 
any good in that system and the war has not been a fact 
to them that makes that method any more logical than 
in peace times. 

Specifically they recommend that the Director-General 
use the Shreveport scale as the base on which to build his 
rate structure. Rates in the southwest, Mr. Cowan sug: 
gested, will be based on that scale before this advance can 
be made, because under the order of the Commission the 
carriers must make it effective. That scale conforms 
closely to the Oklahoma scale in distances up to 250 miles. 
It conforms closely to the scale in the Texas Cattle Rais- 
ers’ case and Cowan’s idea is that it should be used for the 
whole cattle country. 

Another thought of his is that the policy of the national 
administration, to stimulate the production of food, would 
be best carried out if the advance were made only ten 
per cent. His way of expressing that thought is to have 
the fifteen per cent advance included in the twenty-five 
per cent advance decreed by the Director-General, speak- 
ing for the President. 

It is the further thought of Cowan that now is the time 
to wipe out the special imposts imposed at some places 
and not at others, such as terminal, switching, bedding and 
disinfecting charges, and a return to the whole-service 
system of stating rates which was the distinguishing feat 
ure of the American system until a few years ago. He 
points out that all rates were for a completed service. His 
argument in behailf- of the absorption of the disinfectins 
charge is that it is impossible, as a rule, to pick out the 
particular shipper who should pay it, if anyone. The ser’ 
ice of disinfecting the car he thinks should be performed 
by the railroad as part of its duty in connection with thé 
compensation it receives for taking cattle.from one poill 
to another. 

In his letter of transmittal the Texan makes a canly 
reservation. He addressed his remarks to the Director 
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r three Mgeneral, but in the last paragraph of his letter he says : OIL MEN PROTEST 


YS ere piesa berep meio 
12 Rail. Mi merce CO 2 3 7 An appeal to mitigate the horrors of rate inequalities, 


an op i behalf of the aforesaid clients (live stock people) I sub- ; 

i so ag MM pit the following suggestions with respect to the formula-. ** Oe ee ee ee ee, a ae ee 
on of the tariffs by the representatives of the Director- Prouty and Assistant Director Walter by representatives 

seneral i tion 0 ¥ of the non-Standard petroleum interests June 4. According 


Ss and Mj General.” to the notice given June 1 by Mr. Walter, the a 1 
a : — - aigha i e zg y A P ppeal was 
Having Incidentally, Cowan indicates that in his opinion there is a waste of breath in so far as modification prior to the 


: e ; 3 i be ‘ 
to nay, Mmcertainty as to whether the Director-General will effective date of the new rates is concerned. That notice 


hs SG a8 ia 
‘ountry able to carry ont ais: plan of acingng onate eaten up t was that no change would/be made seer to the effective 
‘entage MM the level of the interstate rates the carriers would have Psa 


basics pat into effect ad ae oe ba ule ot kee ie ep a i Those who appeared before what may be called the suc- 
Will la, Hi cifically exempte ee ers, ae :Y e& cessor to or substitute for the suspension board in this 


entage iM siate from the operation of the act to regulate commerce. matter were Clifford Thorne, as attorney, and F. W. Boltz 


except He eee ie ee ages ee pes — ig e and E. W. MacEwen, traffic managers for non-Standard 
n only #M doubt about the legal duty of the Director-General to con- panies. A. C. Woodman, J. A. Middleton and A. G. 


sult with state nc re a =~ nee ya San ale Maguire of Oil Director Requa’s staff sat in the meeting, 
at the J in what he is trying to do, and no doubt about Dis under- ich was not public, but took no part in it. The oil 


k Ship 9M standing that he must rug It the state commissions. ign director’s business is to see to it that there is no diminu- 
- Stock part of his request for a hearing and protest against the tion in the production of oil. 


e Live @M size of the increase is as follows: The protesting oil-men said that the percentage increase 
1 filed The advance is to be made alike upon the State and in rates on top of the unjustly arranged fifteen per cent 
he pro- interstate rates, and the varying conditions in the different . - , 

; states and the various rates and the regulations affecting imcrease would put some of the oil men out of business 
ndlifice the transportation and charges, necessarily involve the the minute there was the least unfavorable turn in condi- 
m live # establishment of some base rates upon which the advance tions, leaving their customers to deal with the nearest 

is to be made and the co-operation and concurrence of the other refinery, which, they intimated, would be a Standard 
do not jm Sale commissions which, for the most part, have put into tablish t 
. [i ffect the rates, rules and regulations to be affected. Since ©5t@DuSnhment. 
nee I MB ihese State rates vary with the different States on the Director Prouty suggested that the protestants call on 
maxi- # different classes of live stock and the character of the Traffic Director Chambers and Oil Director Requa with a 
it they # movement; and since there are no interstate rates applica- yjew to having them advise what, if | anything, should be 
id see ™ Ye to the intrastate traffic on live stock, comprehending it 40... 
fact yery extensively, with the exception of the scale in the 
a Shreveport case, or more properly speaking I. & S. 958, ss sedi. cg a 
an itcan readily be seen that it would be the merest patch- 
work to make a straight horizontal advance apply to the P ROTEST FROM LOUISVILLE 
eneral M@ itrastate rates, as it would only magnify and increase The Trafic World Washington Bureau, 


‘ld his the advances which now exist. This makes it all the more The following protest, signed by a committee composed 


important that due and ample consideration be given to 
n sug: [MF the establishment of base rates upon which to impose the f J. V. Norman, R. R. May and C. B. Stafford, dated June 


ce can fe advance of 25 per cent, and the proper treatment of the 1, 1918, has been sent to Director-General McAdoo: 


mn the gm Subject can not, of course, be had except by the co-opera- At joint convention of shippers and Kentucky Railroad 
forms @ 102 of the committee acting for the. Director-General, the Commission held here to-day the following resolution was 
ain State commissions, and the producers and shippers who adopted: “Resolved, That it is the sense of this meeting 
* @® pay the freight. : that the Director-General of Railroads should be urged 
Rais: Again, in the movement of cattle in particular from ig postpone effective date of general order No. 28, making 
or the ™ »reeding grounds to maturing grounds—long distances and_ no increase in rates until a hearing can be had as to 
often through several States—uopn the existing-system of the necessity therefor and the reasonableness thereof, and 
tional 2°, rates, a maximum of $15 per car, which would ap-_ the effect of same on conditions in this country.” 
on: proximate 50c per head, when there are oftentimes as 
would # many as three movements, part of which may be upon 
y ten ™ State rates, for example from southwestern or southern COMMISSION PREPARES WAY 
have Texas to the Panhandle and from the latter territory to 
ii the northwestern range States, ‘or to Kansas pastures or The Trafic World Washington Bureau. 
y- feeding lots or to the States beyond; also the movement The Commission, June 4, to prepare more fully than in 
speak | ‘rom Texas to Kansas for pasture on the interstate rate, the orders before issued, for the rates decreed in the Di- 
after fattening, to Kansas City on the State rate, and the ed rv 1 order No. 28, promulgated a su 
time J "ovement from Texas to Oklahoma for pasturage and fat- "°C\or\senera's ah nagge IE FER Be P 
Pies tening, and thence to the market, for instance at St. Louis plemental order “in the matter of modification of out- 
? a 7 Kansas —_~ a ee take = ee standing orders,” as follows: 
g ese several movements and allow a pasturage in transi 4 
srvice Me OF feed in transit on a reasonable basis not unduly burden- me. oe pry nt bys eed *. =. — ——— 
‘feat J Sme to the business, considering this large proposed in- {|908" e'certain rates fares and charees as sp aah a 
ye Mm ‘Tease of 25 per cent, so as to avoid doubling the 25 per Gduet tater ek te ee ee ee 
; cent on the two movements. This same condition sub- are ‘ 
His stantially would apply with respect to the movement of It further appearing, That certain of the present freight 
cting sheep from where they are produced to feed grounds and ‘ates, passenger fares and baggage charges of the car- 
t the thence to market, and the movement of feeder cattle from Tiers are fixed for the future by outstanding orders of 
various markets into the corn belt and thence back to this Commission, which were made for the most part 


serv: Market or on to some other market for slaughter. under normal conditions of traffic and without considera- 
rmed The principle which ought to be observed, we submit, is tion of the present war emergency. 

h the to form an appropriate basis upon which the 25 per cent It is ordered, That all orders upon the special docket 
point is to be added and the maximum applied, to avoid unduly heretofore entered and unexpired, in so far as they re- 


embarrassing the business of production, which, at the quire the maintenance of maximum freight rates, passen- 


: best, will follow this large proposed increase in rates, and ger fares and baggage charges for the future, be,:and they 
ann) Which would be certain injuriously to affeet the business are hereby modified to the extent of permitting the de- 
actor: if applied to each of these several movements. fendants in said cases to make effective passenger fares 
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and baggage charges on June 10, 1918, and freight rates 
on June 25, 1918, not in excess of those prescribed in 
said General Order No. 28. 

It is further ordered, That all outstanding orders of this 
Commission heretofore entered in cases on the special 
docket and unexpired, which prescribe a fixed differential, 
arbitrary or other difference as between points and locali- 
ties, be, and they are are hereby modified so as to permit 
the carriers defendant in said cases to make effective 
passenger fares and baggage charges on June 10, 1918, and 
freight rates on June 25, 1918, not in excess of those speci- 
fied in said General Order No. 28, with the understanding 
that the relationship prescribed in said orders will be 
promptly restored. ° 

On the same day and with the same end in view, the 


Commission also promulgated Special Permission No. 
47060, “for the use of railroads under federal control” 
(without undertaking to specify them), to enable them to 
publish furlough rates for soldiers, sailors and marines, in 
uniform. 


SET ASIDE FIFTEENTH SECTION AP- 
PLICATIONS 


The Southern Pine Association, in its petition to the 
Railroad Administration in the matter of General Order 
No. 28, among other things says: 


That resolutions referred to herein offering no opposi- 
tion to any general scale of advances which. the federal 
authorities deem necessary to meet unprecedented war 
conditions now prevailing, petitioner believes that in view 
of this attitude, shippers should not be harassed by car- 
riers’ attempts to effect individual or sectional advances 
during the war period, as, if all energies of both carriers 
and shippers are to be devoted to winning the war, cus- 
tomary rate controversies must be eliminated. 

That in the after-war, reconstruction period affecting all 
industries permanent, individual and sectional rate adjust- 
ments can be ironed out, and until then petitioner respect- 
fully urges that all fifteenth section applications carrying 
advances in lumber rates should be denied or indefinitely 
set aside. 

That there is so much to be done by both shippers and 
carriers pertaining to the prosecution of the war, neither 
faction can well afford to prematurely enter a reconstruc- 
tion period which all have yet to meet in the future. 


That petitioner refers particularly to the following fif- 


teenth section applications, affecting lumber tonnage orig- 
inating within Southern Pine producing territories: 
I. C. C. Docket No. 20121 Embracing Fifteenth Section 


Applications. 


4829—Filed by Agent Leland. 
3579—Filed by Agents Morris, Boyd and Fulton. 
5183—Filed by I. C. and Y. & M. V. 
5126—Filed by L. & N. 
5378—Filed by G. M. & N. 
5526—Filed by M. L. & T. and L. W. 
5552—Filed by Agent Anderson. 
Also fifteen section applications: 
14—Filed by Agent Anderson. 
252—Filed by Agent Leland. 
860—Filed by Agent Morris. 
109—Filed by St. L. & S. F. 


That in addition Agent Leland proposes through his 
77—B. I. C. C. 1195, effecting advances in rates on yellow 
pine lumber from and to the territory covered in general 
by the foregoing applications. 

That ‘petitioner respectfully urges that in the light of 
our attitude towards General Order No. 28, the foregoing 
fifteenth section applications, also increases proposed in 
Leland’s 77-B, should be denied or hearings thereon in- 
definitely postponed. 

That in supplement No. 26 to his tariff 66—B. I. C. °C. 
No. 562, Agent Morris effected advances in lumber rates 
from petitioner’s territory which became effective May 15, 
1918, and which advances petitioner urges 
should be indefinitely suspended for the reasons aforesaid. 

That reference is also made to fifteenth section applica- 
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tion 5356, filed by Agent Washburn, and 1187, itileq 
Agent Fay, which in the light of petitioner’s attitude ty 
ward General Order No. 28, should be denied or earings 
thereon likewise indefinitely postponed. 
That there are considerably more proposed advances noy 
» before the Interstate Commerce Commission, with whiq 
for the purpose of the present petitioner does not degy 
necessary to burden this statment, believing the foregoing 
to constitute a sufficient basis upon which your Honor may 












predicate a policy, but which policy, when adopted, shou 


be sufficiently broad as to include all fifteenth section ap 
plications and tariffs involving basic increases in the lum. 
ber rate structure of the country. 


PASSING OF IMPORT RATES 


The Trafic World Washington Bureay, 

Abolition of import rates will create a situation tha 
may be called ludicrous or tragic, just as the person char. 
acterizing it may desire to name it. General order No, % 
cancels import rates and directs the application of the do 
mestic rates. From nearly all the ports there are con. 
modity rates that enable traffic to move, but there is only 
one commodity rate from any Pacific port. It is one of 55 
cents on cocoanut oil to Missouri River and Chicago and 
65 cents to Atlantic Coast destinations. It will be increased 
25 per cent. 

There are no domestic rates on copra, the raw material 
from which cocoanut oil is pressed, nor on soya beans. The 
domestic rate, when inflated by the addition, will be $2.25. 
But the product of copra will move forward at a rate of 69 
*ents to Missouri River, Chicago, Cincinnati and other 
points. 

The Food Administration is trying to encourage the in. 
portation of vegetable oils and raw materials therefor from 
the Orient. Its idea is to save the domestic vegetable oils, 
which are more largely used for edible products than the 
oriental stuff. 

Under the notice, given on June 1, there will be no change 
in the rates ordered by general order No. 28 until after 
they have become effective. Merchants who are importing 
from the Orient will not know: until after June 25 whether 
the Pacific Coast will have commodity rates on the raw 
materials and on the oils other than cocoanut that will 
enable them to use the Pacific ports. 

It is the hope that when the hundreds, if not thousands, 
of situations of that kind are shown to the Railroad Ad 
ministration, the idea that its orders are like the law of 
the Medes and Persians will be abandoned, at least to the 
extent of assurances to the shippers that they may expect 
a change not later than June 26. Of course, if some ship 
per should get an advance tip, he could cable to Japan and 
make arrangements that would give him an advantage over 
his competitors. Rate-making by favor, however, is su): 
posed to have gone out of fashion years ago. Advance il 
formation as to what may happen, however, on business 
that starts from Japan and China would be just as good 4s 
rates by favor. 


EFFECTS OF NEW RATES 


The Trafic World Washington Buresv. 

So many things are going to be done or are going t0 
happen by. reason of Director-General McAdoo’s general 
order No. 28 that no one has undertaken to list. many 
of them, but the obvious—that freight ratés arc goilé 
to be. increased about thirty per-cent, passenger fare 
about forty per cent and that state rates will vanish. 2 
the course of a few days, perhaps, the complaints, pl 
tests, petitions or memorials, or whatever the papers filed 
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yith Mr. McAdoo and the Interstate Commerce Commis- 
sion may be called, may be in such shape that the public 
pay obtain an idea as to the results that some shippers 
regatd as injustices requiring treatment. 

Qne of the things that will happen is the diversion of 
some export and import freight now moving through New 
grleans and other Gulf ports, through Charleston and Sa- 
yagnah, to New York and other north Atlantic ports. 
jt those ports are so clear that more tonnage can be 
handled there than is the fact now, that condition is not 
known. - 

The equalization of New Orleans and New York, ac- 
complished by the Southern, was done against the protest 
of the lines north of the Ohio. They complained to the 
Commission, crying bitterly that the action of the South- 
em caused them to indulge in fourth section violations 
which they had not protected by appropriate applications. 
They figured that when a shipment from Cleveland passed 
out through New Orleans on the same rate it would have 
taken through New York, they were violating the fourth 
section as to stuff from Columbus and Cincinnati sent 
through New Orleans, because the combination paid by 
Cincinnati and Columbus, via New Orleans, was higher 
than the combination paid from Cleveland, because they 
are nearer New Orleans than Cleveland. 

They protested against the tariffs filed by E. B. Boyd 
and when the Commission allowed them to become effect- 
ive they followed up their protest by action that caused 
the Commission to write a formal report. In that report 
the Commission practically held that the Southern Railway 
has a right to make a proportional rate from Cincinnati 
or other Ohio River crossings on freight from any point 
north of the river without consulting the northern lines 
and that it is no concern of the lines north if they are 
paid, as a division, their full locals to the river, even 
it the full locals to the river are less than the divisions 
they would receive if they sent the tonnage via New 
York. The patriotism or otherwise of the Southern in 
undertaking to relieve congestion at New York was not 
a factor in the disposition of the case. 




































the fact that Fairfax Harrison, president of the Southern, 
is supposed to be “in bad” with the powers in the Rail- 
toad Administration is worth considering in connection 
with this abolition of the import and export rates. Be- 
fore jumping to a conclusion on that point it is well to 
remember that the northern lines more than a year ago 
did away with import.and export rates on iron and steel 
and the tendency has been to abolish rates made to build 
up foreign trade. They are now unnecessary because 
when the whole world is reaching for American goods 
and willing to pay almost any price. Domestic producers 
have objected always to import rates on the ground that 
they tend to destroy the protection Congress intended to 
give the domestic producer through the agency of customs 
duties. The Commission, in the California lemon rate case, 
said the railroads had done that and thereby got itself 
Teversed in the Commerce Court on the ground that it 
has nothing to do with the enforcement of the customs 
tariff law. 

No man connected with the equalization of New York 
and New Orleans now has the ear of the Railroad Ad- 
ministration. The fact of the matter is, it is probable 
the order to abolish import and export rates was made 
Without much thought about the possibility of shippers 
Specifying New York or a north Atlantic port as the exit 
of their traffic, or that if it was thought of, the fact that 
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There has been Considerable speculation as to whether ~ 





1251 


the administration reserves to itself the right to send 
freight by the route it pleases was considered a sufficient 
answer. 

Under that power the Railroad Administration could 
send the tonnage via New Orleans—if the steamship that 
was to carry the stuff would go to New Orleans, or if the 
man who was to pay gomething on the shipment when 
it reached the port happened to be in New Orleans and 
could take care of a shipment routed via New York. 

That is not an impossible hypothesis. Fully as strange 
things have been proposed by some of the railroad men 
who are helping Mr. McAdoo make policies. Before gov- 
ernment control they spent many hours dreaming what 
they would do if they had the power to regulate the 
shipper. The country’s patriotic acceptance of govern- 
ment control, apparently, has given some of them the 
opportunity to try out the things they imagined, and the 
routing of export freight consigned via New York to New 
Orleans might be one of the plans. 

It may be that when the attention of the administra- 
tion is called to the possibility, something will be done 
to prevent every shipper sending, or undertaking to send, 
his goods via the north Atlantic ports. It is possible 
the subject can be handled by means of the export license 
bureau; that is, by having it tell shippers, when New 
York is congested, they must send via New Orleans and 
pay the higher domestic rate, or not have their goods 
hauled. That would not be a hardship on exporters who 
sell f. o. b. their shipping point, even if it might cause 
the foreigner ordering the stuff to cancel his order. The 
government, however, is so large a shipper of export stuff 
that, under existing conditions, the question may be of no 
importance. 


TIME FOR PAYING FREIGHT BILLS 


The Trafic World Washington Bureau. 

Objection to the reduction of the so-called credit the 
railroads extend to shippers to forty-eight hours, as decreed 
in the Director-General’s order No. 25, effective July 1, 


has been effective to the point that before a shipper can 
be called on to pay a freight bill, the railroad must have 
delivered the freight and rendered a legal bill for it. 
Director Prouty, June 5, conferring with committees from 
the National Industrial Traffic League and the iron and 
steel industry defined the conditions precedent to a demand 
for money. Apparently a favorable impression was made 
on Director Prouty and his assistant, Luther M. Walter. 


Every shipper in the conference, which consisted of 
railroad accountants and Messrs. Prouty and Walter for 
the Railroad Administration in addition to the two com- 
mittees, H. C. Barlow for the Chicago Association of 
Commerce, Guy M. Freer, president of the National In- 
dustrial League, J. C. Lincoln, for the New York Mer- 
chants Association, W. W. Manker, for Armour & Com- 
pany, Thomas Colgan, for. Wilson & Company, and J. C. 
McNaughton for Cudahy, stood for a weekly instead of the 
every other day settlement ordered by the Director-Gen- 
eral. They made the general and specific point that if 
the Railroad Administration insists on every other day 
settlements, more time will be wasted than the money 
saved is worth; that any regulation requiring payments 
in less than a. week should be accompanied by rules 
directing the railroad companies of the country to settle 
with shippers for supplies bought from them, for private 
car mileages and loss and damage claims on a similar cdsh 
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basis, so that transaction on both sides of the ledger shall 
be under like terms and conditions. 

Mr. McNaughton brought along figures tending to show 
that if anything is due to the railroads much more is due 
to shippers who have business dealings with the carriers. 
He took the Cudahy packing business as the foundation 
for figures. He said that taking the average of time taken 
by that company for'settling freight bills it might be said 
to owe the railroads $2,750 in interest for a year’s busi- 
ness. That debit, however, should not be the only item 
in the books. He said that on an average the railroads 
take forty-five days in paying mileage bills. On that part 
of the business alone, the railroads should pay Cudahy 
$3,124; on sales of supplies to the railroads, which never 
think of paying a bill in less than thirty days, the amount 
due Cudahy would be $6,250 and interest on claims for 
loss and damage not settled until months after the lia- 
bility was admitted, $6,250, making over $16,000 in all to 
be set off against the theoretical interest due on unpaid 
freight bills. Mr. McNaughton, however, made the point 
that freight bills are paid weekly. In commercial life 
ten days is considered cash, so that as a matter of fact the 
railroads extend no credit. 

Eighty-five or ninety per cent of the packing business is 
done, freight bills prepaid, so that, in reality, the packers 
are giving the railroads credit, instead of the railroads 
giving credit to the packers. 

A member of the stee] committee said that as a matter 
of cold fact the shipper does ninety per cent of the work 
of billing shipments and paying bills that should be done 
by the railroads. They prepare the bills of lading, quote 
the rates and hand them over to the railroad agent for 
signature, He told how the National Tube Company, even 
on prepaid shipments, furnishes the bill of lading and 
sends it over to the railroad agent who does nothing but 
present a stub and get his money. The tube company pays 
the bills for printing, because it expedites business for it to 
handle the matter in that way. 

The shippers said that the identification of the freight, 
which is hard on account of defective re-billing, alone 
could not be made in forty-eight hours on shipments com- 
ing any, distance. It was in connection with that observa- 
tion that Director Prouty said the order would mean forty- 
eight hours after the delivery of the freight and the 
presentation of a legal claim. 

That made the shippers feel good because they know 
the railroad rate and clerical forces cannot present a legal 
bill until after they have corrected the errors in billing, 
verified the rate and done the dozens of things that are 
now done for them by shippers. They will have to do all 
such things by co-operation with the shippers, who will 
thereby verify and check the bills so they will know: they 
are not paying something on which they will have to file 
claims for overcharge. 


<—- DISTRIBUTION RULES 


The Trafic World Washington Bureau. 

In circular No. 13 the car service section has revised 
the rules for the distribution of open top equipment for 
the purpose of making it plain that such cars as are not 
suitable for coal may be used for stone, sand, and gravel, 
and that coal cars may be used for one load of such ma- 
terial in traveling back toward the mines. Where the 
needs of essential road construction cannot be met by such 
use of cars, state, county or municipal officials should 
make representations to the director of public roads, De- 
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partment of Agriculture, so such requests may be con. 
sidered by representatives of the War Industries Board 
and the War and Agriculture Departments which, in tum, 
will tell the car service section what ought to be done 
In no case must the car supply for road-building Place 
the ore, coal and coke movement in jeopardy. 

Cars consigned to the Imperial Munitions Board, Canada, 
according to car service bulletin No. 21, are to be re 
ported to the car record office just as if they were Amer. 
ican government cars, when they pass the reporting june. 
tion. 


THE TELEGRAPH STRIKE 


The Trafic World Washington Bureay, 
There is an idea that the regional directors, in confer. 
ence with Director-General McAdoo at White Sulphur 
Springs, in addition to helping pick federal managers to 
succeed railroad presidents not wanted by or refusing to 
serve the government, will consider the telegraph strike 
situation. The railroads are supposed. to be independent 
as to wires from the Western Union, but a strike of conm- 
mercial operators would embarrass transportation because 
the railroad wires are not sufficient to handle all railroad 
business. A request to Congress for-authority to take over 
the wire lines would not be surprising. 


. FRUIT FROM WASHINGTON 


Supplement No. 8 to Circular No. 75 of the western re 
gional director adds the following schedules to those shown 
Circular No. 75 and supplements: 


. Wenatches (G. N.) 
pt i TCE nn <n cele ec dike meso mis per bewe eecesese 5:00 Dp. m. 
~ weemmneete, Derameler 66 1. isi. sec cicccicscccceces 6:00 p.m. 
. Minnesota Transfer (C. St. P. M. & O.).......... 8:00 p.m. 
A Qc, Me a, WO dak «bc du edeh ee eeolwekenseats 12:00 noon 
(Eighth day from concentrating point; 
ninth day from loading station.) 


. Yakima (N. P.) 

. Walla bs 4 SS FS eS Pe ee ee + 0 

. Pasco (N. 

. Spokane iN. "P.) 

. Minnesota Transfer (N. P.) ~ ‘ 

. Minnesota Transfer (C. St. P. M. & O.)......00.- 8:00 p. m. 

. Chicago (C. & Witte. Hib Adenbadesdacdl stem enee 12:00 noon 
(Eighth day from concentrating point; 

ninth day from loading station.) 


This service will be tri-weekly, leaving Wenatchee, 
Yakima and Pasco on Mondays, Wednesdays and Fridays, 
except that trains will be run on other than days specified 
for minimum of twenty-five (25) cars for points east of 
Spokane. 

The above schedules are effective August 1, 1918, or as 
soon thereafter as necessary, and continuing to September 
15th, or until completion of the deciduous movement, after 
which the following schedule will become effective for 
movement of apples and potatoes: 


Lv. Wenatches e. N.) 
Lv. Spokane (G. N.) 
Ar. Minnesota Transfer (G. 7 
Lv. Minnesota Transfer ‘a 
Ar. Chicago (C. B 
“(Ninth day from concentrating point: 
tenth day from loading station.) 


y. Yakima (N. P. 2:00 a.m. 
. Walla wets a 2 ee eae OG 11:00 p.m. 
. Pasco (N. P. 1:00 p. m. 
. Spokane (N. P.) 2:00 a. m. 
». Minnesota Seeiniiter (N. P.) 
. Minnesota Transfer (C. St. P. M. & O.). ee eee 8: 00 p. m. 
. Chicago (C. & N. W.) 
(Ninth day from conceateating point; 
tenth day from loading station.) 


MOVEMENT FRUIT AND VEGETABLES. 


R. H. Aishton, Regional Director, has notified weste! 
railroads of the desire of the regional director of easter? 
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railroads that fresh fruits and vegetables for points east 
of Chicago be routed as follows: 


Baltimore—B. & O. 

Boston—N. Y. C.—Rotterdam Junction—B. & M. 
Buffalo—N. Y. C. or Erie. 

Cincinnati—P. C. C. & St. L. 

Clevetand—C. C. C. & St. L. or N. Y. C. 

New York—Erie or Mich. Cent—N. Y. C. 
Pittsburgh—P. C. C. & St. L. 

Philadelphia—B. & O. (under optional billing). 
for shipments requiring P. R. R. delivery. 
Washington—B. & O. 


RAILROAD WAGE BOARD 


The Trafic World Washington Bureau. 

Director-General McAdoo, formaliy announced the ap- 

pointment of the Railroad Wages and Working Conditions 
Board in Circular,No. 31, June 1, as follows: 


Pennsylvania 


In conformity with Article VII of General Order No. 27, 
the Board of Railroad Wages and Working Conditions have 
organized and are ready for the transaction of such busi- 
ness aS May properly come before it. The officers and 
members of this board are as follows: G. H. Sines, chair- 
man; F. F. Gaines, vice-chairman; J. J. Dermody, C. E. 
Lindsay, W. E. Morse, A. O. Wharton. 

The offices of the Board of Railroad Wages and Work- 
ing Conditions are on the fourth floor, Premier Apartment 
Building, No. 718 Eighteenth street, N. W., near Pennsyl- 
yania avenue, Washington, D. C. 

It shall be the duty of the board to hear and investi- 
gate matters presented by railroad employes or their rep- 
resentatives affecting: 

(1) ‘Inequalities as to wages and working conditions, 
whether as to individual employes or classes of employes. 

(2) Conditions arising from competition with employes 
in other industries. 

(3) Rules and working conditions for the several classes 
of employes, either for the country as a whole or for dif- 
ferent parts of the country. 

The board shall also hear and investigate other mat- 
ters affecting wages and conditions of employment re- 
ferred to it by the Director-General. 

This board shall be solely an advisory body and shall 
submit its recommendations to the Director-General for his 


determination. 


BOARD OF ADJUSTMENT NO. 2. 

In General Order No. 29, promulgated June 4, Director- 
General McAdoo ratified the agreement by three regional 
directors and six labor organizations controlling railroad 
shop men, the effect of which is the creating of Board of 
Adjustment No. 2, to settle disputes about wage schedules. 

The new board’s function will be almost identical with 
those of board No. 1, which passes on disputes arising 
between railroads and the four leading brotherhoods. 
Heads of the shop trades will appoint one member each, 
and the regional directors will name six executives, proba- 
bly master mechanics or superintendents of motive power, 
to compose the board. Decisions will be referred to Di- 
rector-General McAdoo for his approval. 

Labor organizations represented are machinists, boiler- 
makers, blacksmiths, carmen, sheet metal workers and 
electrical workers. Another adjustment board may be 
created for clerical employes, maintenance of way men, 
telegraphers, station agents and unorganized employes. 


TWO NEW REGIONS 


The Trafic World Washington Bureau, 


The Director-General’s circular No. 28, dated June 1, is 
as follows: 


\ 
Effective this date, the Allegheny Region is hereby created, 


and Mr. Charles H. Markham is appointed Regional Director, 
with oflice in Broad Street Station, Philadelphia. 

The Allegheny Region will comprise the following lines, which 
are, for the purpose, released from the Eastern Region: 

Atlantic City Railroad, 

Baltimore & Ohio Railroad (east of and including Parkersburg 
and Pittsburgh), , 
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Bessemer & Lake Erie Railroad, 

Central Railroad of New Jersey, 

Cumberland Valley Railroad, 

Coal & Coke Railway, 

Hudson & Manhattan Railroad, 

New York, Philadelphia & Norfolk Railroad, 

Pennsylvania Railroad (east of Erie and Pittsburgh, including 
terminals at Pittsburgh), 

Philadelphia & Reading Railway, 

Pittsburgh & Lake Erie Railroad, 

West Jersey & Seashore Railroad, 

Western Maryland Railway. 


Circular No. 30, of the same date, is as follows: 


Effective this date, the Pocahontas Region is hereby created, 
and Mr. N. D. Maher is appointed Regional Director, with office 
in Roanoke, Virginia. 

The Pocahontas Region will comprise the following lines, 
which are, for the purpose, released from the Eastern Region: 

Chesapeake & Ohio Railway, east of Louisville, Ky., 

Columbus and Cincinnati, Ohio, including the Chesapeake & 
Ohio Northern, 

Norfolk & Western Railway, 

Virginian Railway. 

The terminals of all railroads at Norfolk, Portsmouth and 
Newport News, Va., and the Norfolk & Portsmouth Belt Rail- 
way are assigned to the Pocahontas Region. 


MONEY ADVANCED TO RAILROADS 


The Trafic World Washington Bureau. 
Director-General McAdoo June 1 authorized the follow- 
ing statement: 


The amount of money advanced by the United 

States Railroad Administration to various 

railroad companies, to May 1, 1918, either in 

the shape of loans or partial payments on 

rentals as provided for under the railroad 

ET SE Eo oo So ks 55. 9:5'o 4 cea a Paere $ 90,614,000 
The additional amount advanced in the same 

way since May 1 to various railroad compa- 

33,700,000 
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making the aggregate of all such advances from 
January t, 1578;‘to Bay Si, T9tS.... 2c ccc $124,314,000 
The individual companies to which the advances were 
made during the past month were: 
Pimms Tn ies Ci iordv-Sistes 86 xis seies'einee’s $15,000,000 
PEG COR, Bie Be noses oe cidic cco omeecg views 5,000,000 
Chicago, Milwaukee & St. Paul R. R. Co....... 5,000,000 
Parmers & OCeIe BR. T.. COs. cv cccccccccessens 4,000,000 
Bee aiagis teen sath air ta au snaidl alors 's sees ie 3,000,000 
1,500,000 
200,000 


eee eee eee eee eee eee eee eeeeee 


$33,700,000 

These advances were all made in the shape of demand 
loans to the various railroads with the exception of $5,000,- 
000 to the Pennsylvania Railroad, $1,500,000 to the Den- 
ver & Rio Grande, and $75,000 to the Ann Arbor Railroad, 
which were paid on account of rentals, but which were 
included in the total of $33,700,000. 

Of the $124,314,000 advanced to June 1, 1918, $109,514,000 
was obtained from the $500,000,000 treasury appropriation 
provided for in the railroad bill, and $14,800,000 was ob- 
tained from funds paid over to the Director-General by 
twenty-one railroad companies from their surplus funds. 

The sums advanced to the fifteen railroad companies 
which have received funds from the Director-General were 
partly to enable the railroad companies to meet maturing 
obligations, partly for other current requirements, and 
partly to provide for additions and betterments necessary 
for the increasing business of the systems. 

The largest single payment was $43,964,000 advanced 
to the New York, New Haven & Hartford Railroad to pay 
its collateral trust notes which matured in April. 

The loans have all been made at 6 per cent interest, 
and all were on demand except the $43,964,000 to the New 
Haven road, which was for one year with the right of 
twelve months’ renewal. 

The total loans and advances to all railroad companies 
to June 1, 1918, were as follows: 

New York, New Haven & Hartford R. R. Co...$ 43,964,000 
New York: Comival TAme06:..6.. 0. ..ceeb vesccded 28,500,000 
Poennisyivnwee: Bes Te COs isis os ois osc eS swaiediore 22,000,000 
Baltimore & Ohio R. R. Co.............. axe 9,000,000 
HiinGes COR Fe Ee Geo sia sacs paassrceeses 5,000,000 
Chicago, Milwaukee & St. Paul R. R. Co...... 5,000,000 


1254 


3,000,000 
3,000,000 
1,500,000 
1,300,000 
750,000 
500,000 
400,000 
200,000 
200,000 


Chicago, Rock Island & Pacific R. R. Co 

Se CE FO ae ass a oo oa 0d bold eee e's i 
Denver & Rio Grande R. R 

Wabash Railroad Co 

Minneapolis & St. Louis R. R. Co......... Yaem 
Chicago, Indianapolis & Louisville R. R. Co.>. 
Buffalo, Rochester & Pittsburgh R. R. Co 

Ann Arbor R. R. Co 

Detroit, Toledo & Ironton R. R. Co....... gues 


$124,314,000 
Practically all other maturing obligations of the railroad 


companies which fell due in the month of May were pro- | 


vided for without government assistance, or were renewed 
at rates of interest not in excess of 6 per cent per annum. 
There has also been a marked improvement in the cash 
situation of the railroads generally, and a very gratifying 
reduction in the amount of unpaid vouchers reported. 


CONTRACT FOR COMPENSATION 


The Trafic World Washington Bureau. 


A contract for just compensation, under the federal con- 
trol law, intended to be entered into by the government 
with short-line railroads, has been prepared by the exceutive 
committee of the American Short Line Association and 
placed before the Railroad Administration. The commit- 
tee acted on the theory that the law requires the retention 
of the short lines by the government, that the solution 
of the question proposed by John Barton Payne in his 
letter to Senator Overman would be a gold brick for the 
short lines, and that, so believing, it was incumbent on 
its members to prepare something definite for the con- 
sideration of the Railroad Administration. Arguing in 
behalf of the rough draft of the contract to be submitted 
for the consideration of Mr. Payne and such other mem- 
bers of the Railroad Administration as may deal with the 
subject, the executive committee said: 


It is fundamental that the Railroad Administration has 
only such authority to deal with the railroads as has been 
granted by the act of Congress. This authority, of course, 
may be somewhat enlarged or restricted to suit their own 
desires, in certain cases, according as the act is inter- 
preted liberally or strictly, but it must be without argu- 
ment that the law sets down precisely the requirement of 
contract with railroads retained under federal control, and 
furnishes no authority, express or implied, for the Rail- 
road Administration to make any kind of a contract, 
touching upon vital matters, with a railroad which has 
been released from federal control. Hence, without au- 
thority of law, any contract which the gevernment might 
make with a railroad, over which it has relinquished its 
right of control, would be ultra vires and, further, would 
be without consideration. 

The proposal, therefore, which Judge Payne makes in 
his letter to Senator Overman, is impossible of satisfactory 
conclusion. 


First—Because such an arrangement is predicated upon 
the railroad being out of government control. 

Second—If not under government control a contract cov- 
ering any vital livable conditions would not be enforceable 
against the government. 

(a) Because it would be ultra vires; 

(b) Because it would be without consideration. 

Third—If such a contract were not enforceable, it would 
be of no value, and any railroad accepting such an agree- 
ment would have absolutely no protection against viola- 
tion, unintentional or otherwise. Its only possible redress 
would exist in the uncertainty of reparation through the 
confiscation of property clause in the Constitution. 

In passing, it might not be inappropriate to consider 
briefly the suggestions of Judge Payne concerning in- 
creased wages and improved service, which he sets up 
as a certainty that would follow federal control. 

Any employe of a short line must, of, necessity, con- 
sider his living requirements to be as important to him- 
self as the trunk line employe considers himself impor- 
tant. There can be no difference in human requisites, even 
between the employes of trunk lines and the employes 
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‘ of short lines. The additional costs of human Sustenang 


may not fairly be provided for trunk line labor and 
disregarded in considering the necessities of short ling 
labor. This idea is unfair. It is beyond contradiction 
that short line labor requires the same ratio of increageg 
wages that has been applied to trunk line labor, ang 
whether in or out of government control-the short line roagg 
must adjust their wage matters to the conditions of th 
times and: the relative wage scales paid by connectj 
lines. The federal government has assumed the respongi. 
bility of adjusting these matters in respect to trunk line 
labor and should make the same wise provision in respect 
to short line labor. As a matter of fact, most, if not all, 
short lines have been paying substantially as much fo 
all classes of labor except trainmen as the trunk lines 
and when you consider that the trainmen on short ling 
as a rule are at home every night their wage scales haye 
been fully as commensurate with their -working conditions 
as have the wage scales of the trunk lines. But as to all 
other classes of short line employes, they have been sy. 
stantially on a parity with trunk line employes for a long 
time and are entitled in all fairness to equal treatment, 
The short line trainmen, for the reason above siated, do 
not need and do not demand as high a wage scale as 
trunk line trainmen, and this is true whether in or out 
of federal control if the properties are independently op 
erated. The advance to be applied to these men should 
be proportional, so that they would receive about the same 
as the men received that were earning monthly salaries 
approximating the same amounts. 

As to demands for improved service—these are captious 
and imaginary. When you remember the fact that under 
government operation of trunk lines train service has been 
curtailed to an almost unbelievable extent, without serious 
complaint from the public, it is surely within the bounds 
of reason to feel certain that they’ will cause no more 
disturbance concerning short line service than they have 
caused concerning trunk line service. 

Then let us renew our consideration of the main sub 
ject. The federal Railroad Administration has no author 
ity of law to make a contract with an excluded railroad. 
If such a contract were made and violated by the gor: 
ernment, there would be no remedy. In addition to this, 
when the Railroad Administration excludes any railroad 
from federal control it forfeits its right to direct the use 
of such road in the best interests of the nation. We vill 
say nothing as to the legal right of the government to 
exclude any short line without also excluding its compet: 
ing or connecting trunk line, which, in our opinion ani 
in the opinion of senators and congressmen who helped 
pass the bill, is very uncertain. Nor will we tediously 
repeat all the arguments that have heretofore been made 
concerning the desirability of the government—in the ne 
tion’s best interests—retaining all railroads under its cor 
trol, so as to have one transportation unit, in any emer 
gency. What we desire now to offer for your considera 
tion is a tentative form of contract predicated upon the 
idea that the government desires to be relieved of the 
detail of operating a large number of short lines and to 
be freed from financial responsibility concerning them, 
but still desires to have such roads continue to perform 
their service to the public and be maintained at theif 
greatest possible efficiency so as to be capable of aly 
emergency use at any time called up. 


We first reverse Judge Payne’s thought (which seems 
to be to relinquish short line roads) and retain such 4 
railroad under federal control. This gives the government 
absolute authority of law to make a contract with such 
road for just compensation. Under a special paragraph 
in the federal control act the President is empowered to 
make any other agreement for just compensation that 
may be deemed necessary on account of abnormal condi 
tions. We say that this part of the law, construed 4% 
liberally as other parts have been construed, will permit 
the Railroad Administration to retain control of any ral 
road willing to agree to such a plan and make with such 
railroad a contract for just compensation based upon the 
ideas contained in the various suggestions offered by the 
governmental authorities concerning car supply, fair dive 
sions, respect of routing instructions, etc. Then we have: 

First—The railroad retained under federal control, which 
gives the government the express authority of law to col 
tract with such railroad. ' 

Second—The retention by the government of control 0 
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the railroad forms a sufficient consideration for the cove- 
nants of the contract. 

Third—In case of violation of the agreement by federal 
control agencies, the railroad has an enforceable contract 
which gives it rightful protection against unnecessary acts 
of injustice or violence. 


Friendly expressions of the profound interest of the 
failroad Administration in the equitable solution of short 
jine problems recently have been numerous and they in- 
dicate a desire to prevent fhe ruin and chaos which were 
sure to follow the ruthless casting off of any considerable 
number of railroads, large or small. So then, if the de- 
cision of the government be (as it should be) to protect 
and foster these pioneers of commercial development, 
there is but. one fair method to pursue, and that is to 
funish them with some basis of conditions, under which 
their dependent communities, themselves, and their cred- 
iors may reliably depend upon enforceable certainties, in- 
stead of resting them upon promises or agreements which 
may be violated at pleasure, without any sort of account- 
ability. » | 1 leet 

The tentative contract which we submit meets the re- 
quirements of most short lines and only binds the govern- 
ment to do the things its representatives have indicated 
their willingness to do. . 


CONTROL OF SHORT LINES 


The Trafic World Washington Bureau. 

For ten days or more there has been in circulation an 
mofficial promise that there would be forthcoming “to- 
morrow or the next day” a list of the short lines relinquished 
fom federal control. William Ellis, formerly commerce 
counsel for the Milwaukee, seemed for a time to be in 
charge of that matter. He, however, has resigned from 
the Railroad Administration service and his desk has been 
taken over by Frank W. Gwathmey, for several years one 
of R. Walton Moore’s assistants. The American Short 
Line Railroad Association and others interested in the 
question have not been able to obtain anything definite 
on the subject. 

In that respect they are on a basis of equality with 
senators and representatives whose constituents have been 
asking for information that would enable them to put their 
affairs in order and be prepared for whatever decision the 
Railroad Administration may make. The feeling of the 
short line managers is that Director-General McAdoo will 
himself personally handle the subject. 














































Senators and representatives are constrained, by the 
representations of their constituents, to watch the subject 
closely. Senator Sheppard, of Texas, is one of those who 
feel it desirable to serve his constituents in that way. 


Under date of June 3 he wrote to John Barton Payne, as 
follows: 











Iam in receipt of your letter of May 27, containing an 
enclosure of a copy of a letter written by you, and ad- 
dressed to Senator Overman, concerning the Short Line 
Railroads, and inviting me to make such suggestions as 
may be déemed advisable for the best interests of all 
concerned. i 

Having met a great many citizens of my own State, 
lately, who are interested in the welfare of the Short 
Lines, both in the capacity of the investors and the public, 
I cannot too strongly urge on the Federal Railway Ad- 
ministration the necessity of retaining all Short Lines 
wider Federal control that desire to be retained. I shall 
hot take up your valuable time by entering into a lengthy 
discussion with you as to the advisability of retaining 

em under Federal control; but, among other reasons, I 
might urge the following: 

l. It would give the Government’ complete control of 
the transportation system under one head, with no possi- 
ility of conflicting orders. 

2. It would assure the operation of every mile of rail- 
Way thereby giving the Government a better opportunity 
of using every ounce of energy, and securing every pound 
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of surplus food and material for the successful prosecution 
of the War. 

3. It would be carrying out the full intention of the 
Federal Control Act, as understood by practically every 
Senator and Congressman. 

It would seem to me that some kind of a contract could 
be worked out to retain the Short Lines under Federal ° 
control that would meet the conditions without any un- 
necessary burdens to the Government, and let the manage- 
ment and operation of the Short Lines remain with the 
Short Line people, but by all means retain them-~under 
Federal control so they may participate in all advances in 
rates and other advantages enjoyed by Trunk Lines. 

It is difficult to understand how any legal or binding 
contract can be entered into by the Short Lines, guarantee- 
ing to them cars, material, and a fair division of rates, 
unless they are retained under Federal control. 

In my opinion the burdens of increased cost of labor, 
fuel and material for the upkeep of the railroads will 
bear on Short Lines as well as Trunk Lines, and if the 
Short Lines do not practically meet the advances made 
from time to time by the Trunk Lines for labor, they will 
be without employes, 

This question is of more than passing importance and 
after mature deliberation and full consideration of all your 
suggestions, we adhere absolutely to our joint letter to 
you upon this subject of recent date. - 


ROAD MUST PAY FOR STAMPS | 


The Trafic World Washington Bureau. 

Thrift and economy are among the watchwords of the 
Railroad Administration, but the Central of New Jersey, 
when its officials receive a certain order from Director 
Prouty, may conclude that it does not encourage the kind 
that they started. 

Some time ago, apparently, the officials of that company 
decided, so far as known in Washington, that inasmuch 
as the railroads were a part of the governmental machin- 
ery, it would be a waste of man power to put postage 
stamps on envelopes used in the company’s business, espe- 
cially the envelopes used in transacting business with the 
Interstate Commerce Commission. Therefore, somebody 
having at least the authority of a printing clerk, ordered 
envelopes containing a legend something like “Government 
Railroads. Postage Free,” and began using them. 

These envelopes came to the attention of the Railroad 
Administration because one or more of such envelopes 
came to the Interstate Commerce Commission. A peremp- 
tory order to “cease and desist” went out from Director 
Prouty’s office. ? 


CONSOLIDATED EXPRESS COMPANY 


The Trafic World Washington Bureau. 

The name of the consolidated express company probably 
will be either The Federal Railroad Express Company or 
The American Railroad Express Company. Both names 
have been reserved for use in the papers to be filed in 
Delaware as soon as the routine has been completed. 

At the beginning of tue negotiations the decision was 
to call it the Federal Express Company. That had to be 
abandoned beacuse there are already three or four com- 
panies by that name. Thus far they have been able to 
operate, each in its own area, without much conflict with 
the others. That name for a nation-wide company, how- 
ever, is impossible because in the areas of the other com- 
panies there would be conflict and the newcomer would 
be worsted in any court proceedings that might result. 

American Express Company would not do for a designa- 
tion, because it is the name of one of the merged corpora- 
tions. The owners of the other companies would not think 
well of a proposition to merge their concerns under the 
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name of a former rival. By the insertion of the word 
“railroad” in the name that is finally selected nearly all 
‘the objections may be overcome. 


ELECTRIC LINES CATCH FEVER 


The Trafic World Washington Bureau, 


In conformity with the prospective increase in railroad 
passenger and freight rates representatives of electric in- 
terurban lines in the United States decided June 1 to urge 
all roads to apply to state commissions immediately for 
authority to raise their passenger fares to a basis of 3 cents 
a mile or a little less in some cases, and freight rates 
about 25 per cent. City street car lines are not included. 

State commissions will be asked to expedite hearings 
on the ground that electric lines are facing deficits unless 
their income is increased. Most lines are expected to 
ask for straight 3-cent fares, although those in Indiana 
may seek lower rates to maintain existing differentials 
with steam competitors. Special mileage and commuta- 
tion rates also may be maintained. 

In explanation of” the concerted action by interurban 
roads, E. C. Faber, manager of the American Electric 
Railway Association’s war board, gave out a statement 
saving: 

“The conditions affecting the steam roads and necessi- 
tating increases also affect the electric roads. The steam 
roads’ main revenue is from freight, which always has 
been more or less profitable, while electric roads depend 
largely on the local passenger traffic, which steam roads 
have almost invariably found to be a losing business. 

“Electric railways are an essential factor to the gov- 
ernment at this time in that they are very largely depended 
upon to furnish transportation facilities to shipbuilding 
plants and industries engaged in war work.” 


EXCEPTIONS TO RULE NO. 22 


R. H. Aishton, Regional Director, has sent to western 
railroads the following Circular No. 115: 


Attention has been called to arrangements under which 
certain carriers equalize the more favorable delivery of 
another carrier through the medium of contracts with in- 
dependent storage companies whose warehouses are used 
as stations by the carriers, in which carload freight is 
loaded and unloaded without expense to the shipper. Un- 
der these contracts carriers are required to compensate the 
warehouse companies, which is equivalent to assuming the 
cost of loading and unloading the freight and, therefore, 
constitutes an exception to Rule No. 22 of Western Classi- 
cation. 

In order to develop all arrangements of this character 
which directly or indirectly defeat the purpose of Rule 
22 of Western Classification, please have a careful an- 
alysis made which will enable you to respond to the in- 
quiries outlined on the attached form. 

This information is desired not later than June 15th. 


INTER-PLANT SWITCHING 


R. H. Aishton, Regional Director, has sent the following 
to western railroads: 


In order to determine to what extent railroads are still 
undertaking an undue amount of inter-plant switching at 
industries, it is desired that information called for on the 
attached form be furnished to reach this office as soon as 
possible, but not later than June 25, 1918. 

This report to include every point on your line where 
inter-plant work is done at specified rates per car or where 
such work is done under contract at a stipulated hourly or 
daily rate, or otherwise, and to include: 

1. Weighing and reweighing of cars (weights not ac- 
cepted as basis of freight charges). 
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2. Movement of cars from one point to another in play 
to finish loading or unloading. 

3. Spotting of empties for inter-plant loading and mov 
ment of loaded car to point of unloading. 


CANADIAN INCREASES ASKED 


The Trafic World Washington Buregy, 
Canadian railroads with American branches not unde 
federal control have asked permission to file tariffs in a 
cordance with Director-General McAdoo’s general orde 
No. 28. They have the permission of Canadian comm 
sioners, granted some time ago, to make increases sych 
as may be allowed by the Interstate Commerce Comnis 
sion. 


WATERWAY FROM CHICAGO 


William L. Sackett, Illinois state superintendent of water. 
ways, announced June 5 that the federal government had 
set aside $150,000 for the immediate dredging of the Ill. 
nois and Michigan canal between Lockport and Utica- 
near La Salle—to a depth of six feet. 

“That means,” said Mr. Sackett, “that once more (Chi 
cago is to have water transportation from the Great Lake 
to the Illinois and Mississippi rivers.” 

The route for barges for such a trip will carry then 
through the Chicago sanitary canal from Chicago to Lock 
port and from that point to La Salle, on the Illinois River 
the Illinois and Michigan canal will be used. Mr. Sackett 
says that the canal will be of great assistance this season, 

“We have been working with federal officials several 
weeks,” he said, “and the official allotment was maée 
several weeks ago, but the official authorization for th 
work by Secretary Baker was not received until to-day. 
We had hoped to get to work sooner and now that th 
authorization has arrived the dredging will be rushed" 


ABSORPTION OF SWITCHING 
CHARGES 


The Trafic World Washington Burew 


Some day, it is believed, railroad officials will come to: 
realization that absorption or non-absorption of switching 
charges, while the railroads are under federal control, is 
a question that has lost its vitality. The files of the Rai 
road Administration, particularly that part of it over whic 
Director Prouty presides, are becoming filled with cr 
respondence from shippers protesting against rulings maée 
by local railroad officials with regard to such switchil 
absorption. A short time ago the Rock Island instructed 
its agent at Lawton, Okla., to discontinue “the absorptia 
of switching charges on business to and from the Inde 
pendent Cotton Oil Company.” Lawton is of the Frisd 
and Rock Island. The cotton oil mill is on the Fris# 
tracks. Heretofore the Rock Island would absorb tlt 
Frisco switching charges on competitive freight, which, 0 
course, has been the custom nearly everywhere for malj 
years. The notice sent to the agent at Lawton disc 
tinues absorption of any kind at that point and has tl 
effect of placing the mills on only one part of the slr 
posed continental railroad of the United States, and forcilé 
payment by the shipper of a charge to have freight fro 
other parts of that unified system placei on its tracks. 

Under the tariffs which are still in effect, the ship 
in such circumstances and conditions as are created iJ 
this order, is forced to send the shipment over the routes 
that are longer and more expensive to operate, the result 
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d move sary amount of labor to accomplish a given result. Ship- 
pers do not feel that they are unpatriotic when they save 
themselves expense in connection with transportation. 


D They only feel that the government is foolish in forcing 


 Burew ¥e them to resort to roundabout routes to accomplish what 
t undef they should be permitted to accomplish with the least cost 
S in acl to the Railroad Administration. 

1 order The effect at Lawton will be the dispatch of only non- 
commis competitive traffic via the Rock Island. A car of cotton- 
eS such seed originating at El Reno which can be loaded there on 
‘ommis the Rock Island or the St. Louis, E. R. & W. tracks would 


be loaded on the last mentioned, and sent over a route 
163.7 miles long, comprising the parts of three railroads. 
The direct route via the Rock Island is only 86 miles long. 
) The mill, however, will not use that route, because it 


f water. would have to pay switching charges at Lawton. A seed 
ent had shipment is seldom needed in a hurry. It is of no con- 
the Ilj.M™™ sequence to the mill that the car containing it is traveling 
Utica-™ twice as far as really necessary, except only incidentally 
as tending to produce shortage of equipment. 
ore Chi: The outbound product from a mill situated as this one 
t Lakes is, would be handled in the same way. A cattle man at 
Herington, Kan., buying a carload of cottonseed cake would 
‘y then have the car loaded on the Frisco and hauled 519 miles 
0 Lock instead of via the direct route of the Rock Island, a 
s River [™m distance of 318 miles. The condition at Lawton, Okla., is 
Sackett typical of thousands of other points in the country. The 
season. mm eagerness of local railroad officials to cut out switching 
severnla absorptions will force’ the shippers to send their freight 
s maie@m over these expensive routes, simply because, it is sug- 
for tha gested, they have not been brought to a realization of the 
to-day. fact that there is only one railroad in the country and 
hat tha that making a charge for setting a car on one sidetrack 
‘ushed"#aE Tather than another is absurd. 


Director Prouty’s staff is inclined to side with the ship- 

pers, but the members of it are not able to bring this 

G subject to the attention of the Director-General ahead of 
all other questions. It may be months before the question 

can reach Mr. McAdoo’s eyes. It is not certain even then 


| Burts that he will appreciate the situation on the instant. 
me toa eo 
a AN EMBARGO QUESTION 


















The Trafic World Washington Bureau. 

A debate, as active as possible in existing circumstances 
and conditions, is being carried on in the Railroad Admin- 
istration about the application of an embargo, at junctions, 
against cars from connecting lines that were loaded 
before the embargo was declared or before notice of the 
embargo was received at the point of loading. 
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Frisco division takes the ground that most shippers hold—that 


nothing is really accomplished by returning such cars to 


Frise 
orb te Pints of origin or holding them for unreasonable periods 
hich, o at the junctions. 


The originating carrier cannot return such cars to the 
Point of origin and require the shipper to unload. What- 
ever it does, in the way of shunting the car around, is 
just that much labor lost. The lost labor tends to agegra- 
vate the situation existing on the road that issued the 
tmbargo by extending it to its connections, thereby making 
the last estate of both roads worse than its first. 

How soon a ruling on the point may be expected is un- 
certain. The embargo is an extraordinary remedy, the 
‘pplication of which is supposed to be dictated only by 
the most compelling necessity of self-protection. While 
the railroads were in competition financial considerations, 
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it was believed, kept the traffic and transportation depart- 
ments in such equilibrium that the latter was permitted 
to impose an embargo only when nothing else would do. 
Now, however, there is no competition and if the oper- 
ating officials and men think they are overworked they 
can get out of their situation by imposing an embargo. 
Representations have been made to the Railroad Admin- 
istration by shippers with a view to preventing the con- 
gestion that would otherwise come from enforcement of 
embargoes against cars from connections, which had left 
the loading point before the embargo was imposed or be- 
fore notice of it had been received at the loading point. 


CONTRACTS WITH THE GOVERNMENT 


The Trafic World Washington Bureau. 

Little of the commotion caused by the consolidation of 
ticket offices and withdrawal of railroad support from as- 
sociations remains. It has been displaced by the far 
greater rocking of the earth caused by general order No. 
28 and the orders establishing additional regions and 
disrupting the railroad systems by putting parts in one 
region and parts in another. 

About all that is left of the first-mentioned disturbance 
are the questions as to leases for buildings and contracts 
between railroads and the association agents. A contract 
is supposed to be an inviolable thing when it covers some- 
thing subject to bargaining. A contract with the govern-° 
ment or a contract concerning something in which the 
government has taken a hand is worth only as much as 
the official dealing with the subject desires to make it. 

If a man has leased a building to a railroad for five 
years at an annual rental of $100,000 and that lease has 
four years to run, the government, in taking over the 
railroad, assumed the obligation and the Court of Claims 
will enforce it. But when the Court of Claims has ren- 
dered judgment, execution thereon may be had when Con- 
gress has passed a bill appropriating the money and the 
comptroller, who has the construing of that statute, has 
said the claim shall be paid. That may take one or one 
hundred years. 

The government has never repudiated a claim, but offi- 
cials have held up claims so long that repudiation might 
have been a blessing to the claimant. The Railroad Ad- 
ministration is disposing of the contracts for abandoned 
buildings on the best terms it can make with those hold- 
ing the contracts and asking for specific performance. 
It. is acting just as a plain business man would when 
he finds himself bound by a contract that is no longer 
profiable for him. 

In Washington it is the understanding that the govern- 
ment is not having trouble in getting rid of the leases 
because there is such a demand for buildings that most 
lessors are glad to cancel pre-war leases and make new 
ones, with different lessees on terms better for them- 
selves. Prices have risen so that the owner of a building 
has no trouble in getting a tenant. In fact, Congress has 
adopted a joint resolution forbidding courts to enforce 
eviction notices se long as a tenant, connected in any 
way with the government, pays the rent named in the 
pre-war contract. That is to be the rule until the end 
of the war. Owners of buildings and renters of rooms 
regard that as confiscation and some attempt may be 
made to take the matter into the court. The process of 
the courts, however, is so slow the war may be over be- 
fore there is a determining decision. 

The rule with regard to personal services is the same. 
The Court of Claims is open if the wrong is committed 
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by the government. Ordinary courts are open if the 
wrong is done in the name of the railroad company, 
party of the first part. It is to be remembered that no 
“process mesne or final’ runs against a railroad while 
it is under federal control. That is to say, the aggrieved 
agent may obtain a judgment, but undess the Director- 
General chooses to pay it; the claimant has no remedy. 

The associations which have been receiving contribu- 
tions from the railroads, which in turn charged such con- 
tributions to operating expense accounts, as a rule, did 
not have contracts which could have been enforced. The 
railroads were mere subscribers to the funds of such 
associations and each railroad could discontinue when 
it saw fit. The right of discontinuance is being exercised 
by the Railroad Administration. 


SHIPPING GOVERNMENT FREIGHT 


The Trafic World Washington Bureau, 

A report, circulated in some parts of the country, that 
the government is shipping its freight free, is erroneous. 
At least, if the government has shipped anything without 
paying either a contract or a published rate, less deduc- 
tions on account of land grants, the fact is not known 
by men in the Railroad Administration who would nat- 
urally come into contact with such a fact. In the absence 
of the Director-General, however, nothing is final. He 
may know of exceptions to the rule. 

There would be nothing illegal, however, about the 
government accepting free freight or free passenger serv- 
ice from a railroad. The law specifically exempts trans- 
actions between the government and the railroads from 
the terms of the act to regulate commerce. The same 
is true as to state governments. The situation, of course, 
is somewhat altered by the fact of governmental control 
of the railroads. 

It is a fact that in the early part of the year the gov- 
ernment was paying freight bills with a degree of slow- 
ness that would not be tolerated on the part of an ordi- 
nary shipper. The government has never been held down 
to the credit rules ‘applying to other shippers. 

That failure on the part of the government to be prompt 
left several railroad treasuries in a groggy condition. 
Its failure to pay bills may be one of the reasons for 
the loans made to the railroads reported in the statement 
by John Skelton Williams in his statement of June 1 
showing loans to the railroads of $124,000,000, of which 
the largest amount to a single road was the loan of $43,- 
000,000 to the new Haven for securities maturing in April. 


RAILWAY REVENUES 


The Trafic World Washington Bureau. 

The financial condition of the railroads is gradually 
coming up to the good mark of 1917, which was the best 
year, except the war boom year of 1916, they ever had. 
The roads in the southern district were better off last 
April than they were in the same month last year. 

On the returns as they are now coming in, men who 
have been figuring rate matters for years predict that 
when the twenty-five per cent increase has been added 
the railroads will have more money than they ever had, 
even in the boom year, by at least $300,000,000. 

The first partial summary for April was given out by 
the Commission June 1. It covers 149 large roads with 
a mileage of 198,585. For the country as a whole the 
revenue rose from $280,875,378 to $325,767,587; expenses 
from $200,917,920 to $247,346,524, and net fell from $79,- 
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957,458 to $78,422,063. Income fell from $67,521,014 ty 
$65,234,392. : 

In the eastern district the revenue rose’ from $131,783, 
065 to $153,783,065 to $153,921,133; expenses from $9. 
907,131 to $123,065,089, and the net fell from $32,875,934 
to $30,856,044; income from $27,410,264 to $25,277,571, 

In the southern district the revenue rose from $39. 
067,582 to $40,517,909; expenses from $21,585,817 to $27, 
466,593, and .net from $10,481,764 to $13,051,316; income 
rose from $9,139,534 to $11,585,793. 

In the western district the revenue increased from $111, 
024,731 to $131,328,545; expenses from $80,424,971 to 
$96,813,442. Net fell from $36,599,760 to $34,514,073, ang 
income from $30,971,216 to $28,371,028. 

For the country as a whole for the four months ending 
with April the revenue increased from $1,056,379,163 to 
$1,149,726,445; expenses from $776,598,798 to $965,171,300, 
Net fell from $279,780,367 to $184,555,145 and income from 
$230,661,022 to $132,520,313. 

In the eastern district the revenue rose from $492,406, 
691 to $522,850,503; expenses from $386,618,204 to $48), 
940,959. Net fell from $105,788,487 to $41,909,544. 


In the southern district the revenue rose from $12}; 
709,294 to $146,642,569; expenses from $82,997,055 to $107; 
025,241. Net fell from $42,712,209 to $39,617,328, and 
income from $37,399,788 to $33,907,870. 

In the western district the revenue rose from $439,263; 
180 to $480,233,373; expenses from $306,983,509 to $371; 
205,100. Net fell from $131,279,671 to $103,028,273 and 
income from $108,955,177 to $78,694,998. 


LIVE STOCK MOVEMENT 


R. H. Aishton, regional director, has notified westem 
railroads in circular No. 113 that in order to provide for 
movement of live stock in the most economical and sat: 
isfactory manner to all interested, it is directed that, 
effective June 1, shipments are to be consolidated on the 
following lines: 

First—Kansas City to St. Louis, Mo.: All stock from 
Kansas City consigned to packing houses and stock yards 
and what is known as the west and south St. Louis dis 
trict, via the Missouri Pacific as follows: Swift & Co. 
dressed beef plant, Heil Packing Company, Carondelet 
Packing Company, J. H. Belz Provision Company, St. Louis 
Independent packing Company. 

Second—The Wabash will handle all live stock consigned 
North St. Louis Independent Stock Yards and National 
Stock Yards, East St. Louis, or beyond. 

Third—St. Louis, Mo., to Chicago, Ill.: The Chicago & 
Alton will handle ali live stock, national Stock Yards, 
East St. Louis, to Union Stock Yards, Chicago. 

It is understood that this stock will be handled on pres 
ent schedules. 


RED CROSS SHIPMENTS. 


R. H. Aishton, regional director, has notified westem 
railroads that the American Red Cross advises of diffi 
culties being experienced by refusal of L. C. L. shipments 
offered for its account to destinations covered by L. C. lL 
embargoes. “While preferential service to L. C. L. freight 
is impracticable, it is desired that Red Cross shipments be 
accepted whenever possible and special effort made 1 
insure best possible handling.” 


SIGNS ON PASSENGER TRAINS. 
Regional Director Aishton has directed western railroads 
that all lettered signs on the rear of passenger trains 
discontinued. ‘ 
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DELAY IN FREIGHT MOVEMENT 


The records of the Cincinnati Chamber of Commerce 
airy 2 story of incredible delay by the railroads. If the 
people who have the record find any one in authority will- 
ing to look into the matter the file will be placed before 
jim in the inquiry as to why a shipment of cattle feed 
supposed to go to the starving animals of New England 
ina special train, at the request of the Food Administra- 
tion, could not be taken from Cincinnati in the period from 
March 13 to May 12. On the last mentioned day one of 
twenty-seven cars loaded in Cincinnati on March 6, for 
the purpose of relieving a “desperate situation” arrived 
at Northampton. 

On June 3, Guy M. Freer, manager of the traffic depart- 
ment of the Cincinnati Chamber of Commerce and cus- 
todian of the file, said nothing had been heard of any of 
the cars ever having got east of Chambersburg and Easton, 
Pa. Three cars of the supposedly special train were re- 
ported as having arrived at Chambersburg. One was re- 
ceived at Easton, but refused by a connection because not 
accompanied by revenue billing. The record is not clear 
as to whether the car that reached destination was one 
ofthe four that were reported from the Pennsylvania junc- 
tions mentioned. 


During the reconsignment hearing, W. H. Chandler and 
other representatives of New England shippers “roared” 
against any higher imposition for the service of reconsign- 
ment on the ground that sometimes it had taken as much 
as six weeks in transit from Chicago to New England 
points in the severe winter of 1916-17. They testified that 
when the shippers “got after the shipment” it usually got 
through in fifeen or twenty days. To enable the reader to 
contrast movement, not expedited, in 1916 and 1917 with 
“expedited” movement, in at least one case, in the spring 
of 1918, a:summary of this case is given: 

March 2, Oscar Holway Company of Auburn, Me., feed 
dealers, wired the Food Administration, confirming the 
wire by letter of the same day, notifying Mr. Evans of 
the Food Administration that the cattle and dairy feed- 
ing situation in New England was desperate and asking 
whether the Administration could persuade the Railroad 
Administration to forward a special train of dairy feed 
from the Ubiko Milling Company at Cincinnati, which had 
booked the Holway order but was unable to ship, although 
it had the feed and the cars on its tracks. 


March 4 the Food Administration asked the Holway 
people how many cars they had on order for points in 


Maine and to what point a train could be sent for proper 
distribution. 


March 4 the Ubiko people answered they had twenty- 
one cars for points in Maine, four for Vermont, and two 
for New Hampshire, which they could ship via B. & O. 


Central States Dispatch to Northampton, Mass., for dis- 
tribution. 


March 6 the Ubiko company wired the Food Administra- 
tion that it had loaded the cars for the special train, but 
that as demurrage was accruing, it could not hold them 
much longer waiting instructions from the Railroad Ad- 
ministration authorities. It asked to be definitely advised 
by wire if the special permit had been issued and whether 
the B. & O. had been advised. 


March 7 Ubiko company wired the Food Administration 
again asking about the permit and notifying it that unless 
it heard something it would use the cars to fill other orders 
80 as to save demurrage. It also notified the Food Ad- 
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ministration it had no other stock ready for shipment to 
New England. 

March 7, Mr. Spens, the transportation man of the Food 
Administration, notified Ubiko that instructions had been 
placed with the car service section March 5, three days 
after the Holway people made the appeal. That telegram 
reached the Ubiko company March 8. ; 

March 8 the Ubiko company wired W. C. Kendall, mana- 
ger of the car service section, repeating the information 
from Spens about the order for the special having been 
placed on March 5, adding that the B. & O. had not been 
notified. It asked him to wire the railroad company so 
that the train might move that day. It also asked to be 
informed by wire collect; that is, it had been bearing the 
expense of trying to get feed to the cattle of New Eng- 
land and was willing to continue to do so if the govern- 
ment officials would but bestir themselves. 

March 9, the Ubiko company again wired Mr. Kendall 
referring to its wire of the day before and suggesting it 
would ship by ordinary freight and thereby lose the benefit 
of the “quick movement.” It ended its message: “Please 
advise us your action by wire collect.” 

March 9, the Holway company wrote a letter to the 
Ubiko company saying how pleased it was to be advised, 
by wire, by both the Ubiko company and the Food Admin- 
istration that twenty-seven cars were being sent by special 
train. “All this feed will be placed with consumers the 
moment it arrives,” said the Holway people. 

March 9, W. L. Barnes wrote W. C. Farrington, vice 
chairman Union Central Building, Cincinnati, instructing 
him, upon order of the Food Administration to furnish 
twenty-seven cars to the Ubiko company for feed for live 
stock, for New England “routing open.” The order, the 
letter said, was to supersede the embargo on grain east 
of the Ohio-Pennsylvania line. Mr. Barnes added: “We 
understand that this is loaded but movement delayed. 
These cars should, so far as practicable, be moved intact.” 
Copies of this letter were sent to the Food Administration, 
A. H. Smith, Ubiko Milling Company, and H. B. Voorhees, 
confirming a telegram to him of that same day. 

March 13, mail order to move the twenty-seven cars 
received in Cincinnati, four days after mailing in Washing- 
ton and exactly one week after the cars to relieve a 
“desperate situation” were loaded by the shipper, who 
had been paying demurrage. 

March 15, shipper sent copy of letter to consignee, which 
former had. sent to the railroad agents at each junction 
point along the route the shipment was supposed to follow. 
“We say ‘supposed’ because, as you know, the routing can 
be changed by the Railroad Administration. We had to 
work for almost a week to get this train actually started 
out of the Cincinnati terminal, but we hope by this time 
it is well on its way.” 

March 18, E. C. Hawk, freight agent of the Philadelphia 
& Reading, wrote to O. W. Stager, superintendent of trans- 
portation at Philadelphia, asking him to give the Ubiko 
Company the passing report information requested in its 
letter to the railroad junction agents in the letter of March 
15. . 

April 9, Joseph Weed, general freight agent, wrote to the 
milling company, referring to its request for passing in- 
formation in its letter of March 15, saying that the records 
of the Cumberland Valley showed that three cars of the. 
train had arrived at Shippensburg, Pa., April 7 and the 
following day. He promised to keep watch for the others. 

April 17, C. A. DeRose, agent of the New Haven at North- 
ampton, Mass., advised the milling company that he was 
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still holding the list of cars forwarded in a special train on 
March 15 “and would advise that same have not been re 
ceived to date, and would inquire as to movement via some 
other route.” 

April 5, the milling company advised Mr. Barnes that it 
had tried to get some information about the special train 
from the railroad agents other than that it had not arrived 
at Northampton. It asked Mr. Barnes to look into the 
matter and see if something could not be done “so that this 
feed arrives in Maine immediately.” 

April 8, the Holway Company asked the Ubiko Company 
if anything could be done to hasten delivery. 

April 9, acknowledging the receipt of the wire from Hol- 
way, the shipper said: “This special train was certainly 
one of the saddest disappointments of the season. Hardly 
a day has passed since that train went out that we have not 
done something to try to get information on it. Recently 
we have been writing to the Food Administration, the Rail- 
road Administration, and the highest officials of all the 
roads that are supposed to handle it, but in spite of all we 
have done we do not know any more than we did before. 
We hate to admit this, but it is the truth. The only thing 
Wwe can suggest now is that you advise your state food ad- 
ministrator of the facts, and get him to take it up with 
Washington. We do not like to complain too much, but 
there certainly seems to be a lack of co-operation between 
the various governmental departments, and now that the 
railroads are under federal control, they all ‘pass the buck’ 
to the other fellow.” 

April 13, the Holway Company absolved the Ubiko Com- 
pany of blame for the slow movement and said the state 
food administrator, who was keenly disappointed that the 
efforts of shipper and consignee had had no results, was 
about “to take the matter up vigorously with Washington 
and thinks he may be able to secure tracing and early de- 
livery of this feed.” 'The consignee also expressed the fear 
that the feed might not arrive until after the cattle could be 
sent to pasture. 

April 11, the shipper wrote to the Food Administration 
enclosing copies of letters written on April 5 and the same 
date of this letter to the Food Administration. The letter 
to the car service section gave the information about the 
arrival of three cars at Chambersburg April 7 and 8. “At 
the rate it is moving,” said the shipper, “it will not arrive 
before the middle of summer, when it will be too late to be 
of any service.” 

April 10, Mr. Barnes acknowledged the receipt of the 
letter of April 5 and advised that the section was com- 
municating with the Boston & Maine and would communi- 
cate the information as promptly as received. | 

April 13, shipper wrote Mr. Barnes: “We are at a loss to 
understand what information the B. & M. would have in 
view of the fact that only three cars have gotten as far as 
Chambersburg.” 

April 15, the Food Administration, through C. E. Spens, 
notified the shipper that the Food Administration was han- 
dling the matter with the car service-section “with request 
that such action be taken as will insure the feed reaching 
destinations without further delay.” 

April 15 the Ubiko Company, writing to the Holway Com- 
pany, said: “We are glad to note from your letter of April 
13 that your state food administrator has undertaken to get 
some action on that ‘special train’ through Washington, 
and we certainly hope he will be successful.” 

April 29, consignee at Montpelier, Vt., writing to A. G. 
Adams, noted Mr. Adams’ statement of April 27 that a car- 
load of the feed shipped from Cincinnati was at Easton, 
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Pa., and had been refused by reason of “no revenue way. 


bill accompanying the car.” The shipper also said ther 
would be no question about the payment of charges if he 
would only forward the car, asking the Ubiko Company tp 
have the agent of the initial line forward the proper billing, 

April 30, the division freight agent of the B. & 0, a 
Cincinnati gave the shipper such information as he had ag 
to the disposition of the cars composing the “special train.” 
From that it appears the train was split up at Columbus, 
O., and sent via various junctions, the latest report shoy. 
ing that one car had arrived at Sleepy Creek, near Cum. 
berland, Md., April 16. May 15, one car of feed arrived at 
Northampton. No trace of the others. 


ADJUSTMENT OF FREIGHT CLAIMS 


R. H. Aishton, regional director, in sending to westem 
railroads a communication from John Barton Payne, gen. 
eral counsel, Railroad Administration, in the matter of 
adjusting damage claims arising from the transportation 
of grain, fruit and vegetables, live stock, fresh meats and 
packing-house products, and coal, coke and ore, says it 
is the desire of the Railroad Administration that reason- 
able rules be adopted governing the settlement of claims 
growing out of the transportation of the tonnage enumer- 
ated, and that uniformity of action in this matter among 
the several railroads be established. 

For the purpose of formulating rules to be adopted by 
the interested railroads, subject to approval of the Rajl- 
road Administration, he has appointed a committee of 
freight and general claim agents, composed as follows: 
M. E. McKirahan, F. C. A., C. P. Company; H. C. Pribble, 
G. C. A., A., T. & S. F. Railway; J. B. Shields, F. C. A, 
C., B. & Q. Railroad; W. O. Bunger, G. S. F. C., C., RIL 
& P. Railway; Chas. Dietrich, F. C. A., C., M. & St. P. 
Railway; W. F. Every, G. C. A., N. P. Railway; T. §. 
Walton, G. C. A., M. P. Railway; H. C. Howe, F. C. A, 


C. & N. W. Railway; W. H. Hancock, F. C. A., U. P. Rail 
way. This committee will meet in his office June 10. 


A meeting of the freight claim agents of all class one 
railroads will be called later with a view to a general 
concurrence in the rules as prepared by the committee 
or such modification as may be found necessary, before 
the rules are submitted to Mr. Payne for approval. I 
the meantime, it is stated, the general principles outlined 
in Mr. Payne’s communication should be followed. It is 
as follows: 


We have been considering the more important classes 
of claims being presented against the carriers, how to 
prevent claims arising and how to deal with them, and the 
following suggestions are submitted for the consideration 
of all claim agents. These suggestions are made by one 
of the best claim agents. 


GRAIN CLAIMS. 


We receive claims for loss of grain in transit, based on the 
difference between the weight at point of shipment and the 
weight arrived at at destination. Where there is evidence of 
loss, such as leakage, bad order car, transferring, etc., it is the 
practice to pay such claims. Claims where there is no evidence 
of carrier’s liability other than the difference between weights 
at points of shipment and at destination, are a subject of @ 
great deal of trouble and are handled differently by the various 
railroads, and is one of the things under Federal control that 
should be uniform, and the recommendation is that where the 
carrier’s record after a thorough investigation does not indicate 
that there was any loss by leakage or other negligence, such 43 
transferring, record of bad order of the car in transit and being 
repaired, that such claims should not be paid. 


FRUIT AND VEGETABLE CLAIMS. 


This class of claims is another source of trouble in arriving 
at a settlement, and it is the opinion of Freight Claim Agents 
that where the carriers have conformed with the requirements 
of the shipper or receiver in the way of giving reasonable 
service, proper icing, refrigerating, etc., that no claim should 
be paid for alleged deterioration of the commodity while in 


Vol. XXI, No. 3 





hn Ce 
Ike ims 








J ine 8, 


transit, f 


age | 
have bee! 
aot 
ssar 
thould st 
So far 
the cond 
as well a 
the Agric 
considera 
any way 
decay or 











service §' 


This is 
adjusting 
that shot 
courts an 

It is th 
appearan 
stock arr: 
not be m 
other Wo! 
if there i 
known th 
eoncernec 
train, anc 
if the cat 
before sa 
water th: 
market p. 

If live 
day it 1s 
and the 
Federal c 


FRES 


Claims 
there is a 
each re-i 
utes, and 
$2,500 shij 

The ger 
claims ar 
eling unc 
forty-eigt 
place to c 
in transit 

A carlo 
between | 
traveling 
eight to f 
and arriv 
tainly the 
damage, 
across thi 

Other r 
peddle al 
for the ca 
car may | 
times, an 
load freig 
icing poin 
day’s del: 
a damage 
be entire] 
tion. 

Packing 
the icing 
not result 
bedecline 


; 






similar n; 
dispute; « 
commodit 
of loss ex 
ment and 
Coal an 
in open c 
loading p 
of theft i 
of the ec 
sides of 
loss due 
to pay fo: 
an open « 
is why sl 
in open 
chances. 
commodit 
no comm 
Therefore 
cars, 


Please 
Sestions 
tion bet: 

It is t 
dled tha 
may like 

Your 1 





une 8, 1918 


transit, for the reason that if it was properly handled, the only 

e could come through the fact that the shipment must 

pave been delayed or old enough to speedily decay when shipped, 

not in a condition to safely carry, in such a case decay 

necessarily takes place regardless of icing, etc., and the shipper 
should stand the loss. 

So far as practicable, carriers should endeavor to determine 
the condition of fruits and vegetables when they are shipped, 
as well as the condition at destination. This is a subject that 
the Agricultural Bureau has been working on and is now doing 
ensiderable investigation. Fruits or vegetables which are in 
any way decayed or badly bruised at time of shipment will 
decay or deteriorate in value regardless of the transportation 
service given. 


LIVE STOCK CLAIMS. 


This is a class of claims that is a great source of trouble in 
adjusting, and it is believed that a great many claims are paid 
that should not be paid, due to the adverse decisions of local 
eurts and juries, and heretofore to traffic reasons. 

It is the practice to put in a claim for alleged shrinkage, bad 
appearance and loss due to decline in market, even though the 
stock arrives on the day that it is expected to arrive, and it may 
nt be more than two hours behind the regular schedule. In 
other words, the carrier is expected to maintain schedule time, 
ifthere is such a thing, on every shipment. I believe it is well 
known that the shrinkage is normal so far as any loss of flesh is 
concerned, in a period of 24 or 4. hours additional time on the 
train, and furthermore, we are expected to pay for shrinkage 
ifthe cattle or hogs do not arrive in time to get a fill of water 
before sale. In other words, we are expected to pay for the 
water that the cattle would drink after they arrived at the 
market providing they do not get it. 

If live stock arrives at its destination or the market on the 
day it 1s due to arrive, the carrier should not pay the claims, 
and the practice should be uniform as to all carriers under 
Federal control. 


FRESH MEATS AND PACKING HOUSE PRODUCTS. 


Claims are presented by packers on this class of freight if 
there is a slight delay or if the regular interval of time between 
each re-icing is exceeded by so small a margin as thirty min- 
utes, and are for large amounts ranging from $50 to $1,000 on a 
$2,500 shipment. ; 

The general belief of the carriers is that a great many of these 
cdaims are without foundation. <A carload of fresh meat trav- 
eling under proper refrigeration, and delayed twenty-four to 
forty-eight hours in transit, and re-icing and salting has taken 
place to offset the delay, it is thought there could be no damage 
intransit by reason of the delay based on the following facts: 

A carload of meat delayed twenty-four or forty-eight hours 
between the Missouri River and Pittsburgh, and another car 
traveling in the same train for Boston, Mass., it taking forty- 
eight to fifty hours longer for that car to reach its destination, 
and arrives at its destination (Boston) in good condition, cer- 
tainly the delay to the Pittsburgh car could not have caused 
damage, otherwise, meat shipments could not be made clear 
across the continent, or to Boston, as per example above. 

Other packers load cars at their plants with fresh meat that 
peddle along the road, and it takes from two days to a week 
for the car to peddle out, and during that period the doors of the 
car may be opened and closed all the way from twenty to forty 
times, and the re-icing is not as good as it is on straight car- 
load freight, for the reason that they cannot always reach the 
icing point so nearly on time. Therefore, it would appear if one 
day’s delay to a carload of fresh meat with good icing causes 
adamage, then the meat shipped in these peddler cars ought to 
rey worthless by the time the car reaches its destina- 

ion. 

Packing house products which are given the usual service and 
the icing and salting has been done reasonably prompt should 
out in claims for alleged damage, and if presented should 

eclined. 


i 


hen COKE AND ORE: LOADED IN OPEN EQUIPMENT. 
/ 


ja ims for alleged loss of coal and other commodities of a 
similar nature are a source of a great deal of annoyance and 
dispute; carriers taking the position that they transport these 
commodities in open cars without any real or definite evidence 
of loss except the difference in the weight at the point of ship- 
ment and at destination, that they should not pay such claims. 

Coal and low grade ores and such commodities are shipped 
in open cars more for the convenience of the loading and un- 
loading public, and on account of the exposure to the liability 
of theft in transit by public thieves or the falling off of some 
of the commodity where the load is considerably above the 
sides of the car, the shipper or receiver should assume any 
loss due to these conditions, instead of expecting the carrier 
to pay for it. It costs less money to load these commodities in 
an open car and it costs less money to unload them and that 
is why shippers and receivers prefer to load such commodities 
in open cars, and they should be willing to take some of the 
chances. Carriers would be better satisfied to carry these 
commodities in box cars for the reason that most railroads have 
ho commodity to place in the car for its return movement. 
Therefore it causes an enormous amount of empty hauls on 

S. 


Please require the claim agents of the several roads to 
hold meetings and discuss these and other helpful sug- 
gestions to the end that uniformity and definite co-opera- 
tion between the several roads be brought about. 

It is believed that claims may be more efficiently han- 
dled that uniformity may be established, and that steps 
May likewise be taken to prevent claims arising. 

Your traffic people should also be brought in touch, so 
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that all helpful co-operation may be had to prevent claims 
arising. 


APPOINTMENT FOR HANGER. 
G. W. W. Hanger, formerly a member of the Government 
Board of Conciliation and Mediation, has been appointed 
assistant director of labor in the Railroad Administration. 


‘JOB FOR R. WALTON MOORE. 

Effective June 1, John Barton Payne has appointed as 
assistant general counsel, in charge of matters before the 
Commission, R. Walton Moore of Virginia. Mr. Moore 
for several years has represented the carriers of the south 
in Commission proceedings and is now closing up the 
work of that employment so as to devote himself exclu- 
sively to the duties of his new position with the Railroad 
Administration. 


CONVENTION EXPENSES. 

R. H. Aishton, Regional Director, has notified western 
railroads that where employes are delegated by the man- 
agement of railroads to represent line by which they are 
employed at railroad conventions, it has been decided by 
the Railroad Administration to allow expenses in con- 
nection therewith, and only in cases of authorized attend- 
ance, 


Y. M. C. A. CONTRIBUTIONS. 

R. H. Aishton, Regional Director, has notified western 
railroads that consideration has been given by the Di- 
rector-General to the subject of contributions by the rail- 
roads to railroad Y. M. C. A.’s during the period of federal 
control and the conclusion has been reached that until 
otherwise ordered, such contributions in reasonable 
amounts may be made by the various carriers as hereto- 
fore. 


TOURIST RATES TO COAST 

The Railroad Administration, June 15, will establish 
summer tourist rates to Pacific Coast points only twenty 
per cent higher than were in effect last summer. They are 
effective June 15 to October 1. Pacific coast cities in- 
quired early and the answer was announced before the 
rates provided for in general] order No. 28 become effective, 
though after that order was issued. There will be no 
eastbound concessions. A straight mileage rate to the 
Pacific coast, far western interests felt, would do too 
great damage to that part of the country. 


ASSISTANTS TO DIRECTOR MAHER. 

Regional Director Maher of the Pocahontas region has 
appointed T. S. Davant, vice-president of the Norfolk & 
Western, traffic assistant on the staff of the regional di- 
rector, and D. E. Spangler, general superintendent of trans- 
portation on the Norfolk & Western, to be transportation 
assistant. Both men are well known to shippers, Mr. 
Spangler having received his contact with them during his 
service on the Sheaffer car committee. 


HOUSEHOLD GOODS—MOVEMENT FREE. 

R. H. Aishton, regional director, has notified western 
railroads that household goods of an employe of a gov- 
ernment-controlled railroad may be transported free of 
charge over any railroad under federal control, when such 
employe has been transferred from one place to another. 
Cartage to and from depots will not be allowed. 
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Traffic Lesson No. XXXVIII 


Freight Claims—Thirty-eighth in the Course of Fifty-two Lessons Written for the Traffic 
World by Grover G. Huebner, Ph.D., Assistant Professor of Transportation 
and Commerce, University of Pennsylvania, and 
Published Bi-weekly—(Copyrighted) 


In the fiscal year 1915 the class I railroads of the United 
States—those having annual revenues of at least $1,000,- 
000—paid out $29,942,800 for loss and damage to freight 
and in the preceding year $33,279,000 was paid for this 
purpose. In fifteen years their loss dnd damage payments 
have increased over 400 per cent. 

The immediate causes of the amounts adjusted for loss 
and damage to freight on 227,884 miles of line during the 
calendar year 1914 were reported by the Interstate Com- 
merce Commission as follows: 





Per cent of 
total loss 
and damage 
Immediate cause. Amount. payments. 
Robbery of entire package.............. $ 659,159.52 .03 
i Se .. Cue caeteed bsseas veeeee 1,284,250.67 3.966 
ik ie One weed ERE WEEKES Oe 688,879.71 2.128 
Unlocated loss of entire package....... 5,156,318.94 15.926 
DONE BORE, “GEMGP ... 0.6.0 dcc.cr pts becccice 2,522,271.57 7.790 
Mist eLabnien coekseessc 44 of haw ke s'ae o> 790,250.46 2.444 
ROE a Sa a EE SE SS a ae 2,096,673.25 6.476 
I SR. os nec cane daaeasace 914,518.10 2.825 
SIUROCCEVG .COUIIMOME 2..cccccccacscccces 3,506,545.95 10.830 
ee ans nc ae Chobe be che oe 1,019,136.10 3.148 
Rough handling of cars..........c.cseee 4,343,481.76 13.415 
Improper refrigeration and ventilation.. 1,035,685.50 3.199 
Improper handling, loading or stowing 
and improper packing and packages 
EE are, aa a Ue kea Meee o6.0-n0le'6- 1,346,061.95 4.157 
SIS bone Vidic Ki hia cua bnaebe aw weds a velalbe ot 2,187,345.17 6.756 
i OD, nd wae ined Oa cease ce. 6,767,634.95 20.903 
Forfeitures under penalty statutes..... *12,561.12 0.040 
Amount received from sale of refused 
and unclaimed freight—Credit........ 1,955,157.17 6.039: 
Tl << .ikchbatdetsaebisasessceeab bee $32,375,617.55 100.00 


The freight claim adjustments for the year amounted 
to $142.07 per mile of road operated, and to 1.625 per cent 
of the total freight revenues of the lines reporting. 

Freight claims fall into three general groups—loss, dam- 
age and overcharge. A freight loss may be either a total 
or a partial loss and a damage claim may be either for 
actual damage to freight, or damage resulting from unrea- 
sonable delay in transportation with consequent loss in 
profits. 

A freight loss or damage may be further classed as 
“located,” “unlocated,” or “concealed.” A located loss or 
damage is one that is definitely located with or traceable 
to the carrier on whose lines it occurred. An unlocated 
loss or damage occurs when freight is carried under a 
perfect record, but the loss or damage develops before 
delivery to the consignee. A concealed loss or damage is 
delivered as well as carried under a perfect record, the 
loss or damage developing after delivery to the consignee. 


Railroad Freight Liability. 


It is not intended to attempt an explanation of the many 
legal phases of the railways’ liability for loss or damage 
of freight. The main principles are, however, essential, 
because the carriers’ liability underlies the shippers’ ability 
to collect freight claims. The insurance of goods while 
en route over rail lines is the exceptional practice be- 
cause the rail carriers are by law and the tenure of their 
bills of lading liable for all the usual forms of loss, dam- 
age and unreasonable delay, subject only to certain spe- 
cifically stated conditions. They are liable unless the loss 
or damage is caused by (1) “the act of God, the public 
enemy, quarantine, the authority of law,” or by “strikes 


or riots;” (2) by the defects or “vice” of the freight 
shipped; (3) by the act or default of the shipper or owner, 
or by requests made by the shipper, owner or other ay. 
thorized persons; (4) by differences in the weights of 
grain or other commodities due to natural shrinkage or 
discrepancies in elevator weights; (5) by “deviation or 
unavoidable delays” due to the compression of cotton bales 
en route. (6) When freight is shipped on open cars at 
the request of the shipper the railroad is liable only for 
loss or damage caused by fire, unless negligence can be 
shown. (7) A railroad’s liability as a carrier ceases 4( 
hours after notice of arrival has been duly given; there. 
after its liability is that of a warehouseman—i. e., it is not 
liable except in case of gross negligence. 

It is important to note that the liability of carriers by 
water is entirely different from that of railroads. Oversea 
exporters, for example, may hold the railroad accountable 
for the inland rail transportation of their wares, as stated 
above, but find it necessary to cover the ocean part of 
the voyage by marine insurance. The Harter act of Feb, 
13, 1893, provides that, in case of shipments from the 
United States the ocean carriers are not liable except 
under certain conditions—i. e., (1) “negligence, fault or 
failure in proper loading, stowage, custody, care or proper 
delivery;” (2) failure “to exercise due diligence, properly 
equip, man, provision and outfit” their vessels; and (3) 
failure to exercise reasonable care in making a vessel 
“seaworthy and capable of performing her intended voy- 
age.” The law and ocean bills of lading contracts ex 
plicitly exempt ocean carriers from loss and damage caused 
by the principal risks of water transportation. When 
shipping by water, therefore, shippers ordinarily seek in- 
surance to protect their cargoes and freight charges, and 
they may insure profits or other insurable interests. They 
frequently insure freight charges, because ocean bills of 
lading usually stipulate that “freight prepaid will not be 
returned, goods lost or not lost,” and also that “full freight 
is payable on damaged or unsound goods.” 

The extent to which or amount for which railroads are 
legally liable in interstate commerce in case of loss oF 
damage has been changed several times in recent yeals. 
Section 20 of the interstate commerce act now provides 
that they are liable for the “full actual loss, damage, 
injury” notwithstanding any limited or released liability 
contract, agreement, rule or regulation that may be made, 
provided, however, that this full liability rule does not 
apply to “property, except ordinary live stock, received for 
transportation concerning which the carrier shall have 
been or shall hereafter be expressly authorized or required 
by order of the Interstate Commerce Commission to estab 
lish’and maintain rates dependent upon the value declared 
in writing by the shipper or agreed upon in writing as 
the released value of the property, in which case such 
declaration or agreement shall have no other effect thal 
to limit liability and recovery to an amount not exceedilé 
the value so declared or released eS es 

With the exceptions noted, therefore, interstate freight 
shipments may, under this so-called “amendment to the 
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Cummins amendment,” as in the past, be made subject to 
jimited or released liability. Various states, however, pro- 
pibit railroads from limiting their common law or full lia- 
raffic bility in intrastate shipments. 
Calculation of Amount of Claim. 

When a limited liability rule applies to a particular com- 
modity the shipper may frequently upon payment of in- 
ereased freight rates receive a special bill of ladino™inder 
which the carrier in consideration of the higher rates paid 
freight accepts fully liability. When the full liability rule applies 
owner, @@ the amount for which the rail carrier is liable in case of loss 
er ay (is usually based upon the bona fide invoice price to the 
hts of @ consignee plus prepaid freight charges; and if there is no 
age or Mm invoice then the market value at point of shipment plus 
ion or @ prepaid freight charges. Should, however, the loss be due 
1 bales Mm to conversion of freight by a carrier for its own use or 
ars at ™ to wrong delivery, the most common practice is to file a 
ily for (™ claim for the value of the goods at destination. 


can be The same principles govern the calculation of freight 
ses 40@ caims for partial loss and damage. A claim for partial 
there- # joss may include a pro rata amount for both property loss 
is not # and prepaid freight. In the case of damaged freight, how- 

ever, although the claimant is entitled to an amount cov- 
ers by MM ering the damage done to his freight, the carrier, if it 
versea MM has fulfilled its shipping contract, is entitled to the freight 
intable # charges on the entire shipment unless the goods were 
stated # damaged to such an extent as to constitute a total loss. 
part of # In all claims for partial loss and damage it is also to be 
»f Feb, @ understood that if the freight was lawfully accepted sub- 
m the @ ject to a released or limited value the amount in the claim 
except #@ will not be the entire loss or damage, but a pro rata ad- 
ult or # justment based upon the reduced value will be made. 


proper The computation of overcharge claims depends upon 
‘operly @ the legal principle that there is but one lawful charge for 
nd (3) Ma freight shipment as classified, billed and routed. The 
vessel i dificulty is then to determine the charges that should 


d voy MH legally have been made, and if the actual charge collected 
ts €X Mi was greater the carrier may be required to refund the 
caused HM excess. 

When The Incidence of Freight Claims. 

2ek in- 

s. ani The usual practice as to who files a claim for loss or 


They damage of freight is that either the shipper or consignee 
ills of My ZY do so, according to who in a particular instance pos- 
not be Me Se88es title to the freight. Ordinarily the possession of 
the bill of lading, with proper indorsements in case it is 
an order, will be accepted as proof of ownership, but in 
ds are (| terstate shipments it is not always conclusive. There 
oss or Mm 4 Dumerous state statutes, however, that specifically re- 
years. quire delivery of intrastate shipments to whoever possesses 
ovides (@ ‘e original bill of lading. 


ge, or In case of interstate shipments the interstate commerce 
ability act (section 20) provides that the carrier issuing the bill 
made, @ Of lading is “liable to the lawful holder thereof for any 
es not loss, damage or injury” caused by it or a connecting car- 
ed for ## Tier. Section 22 of the bill of lading act, effective Jan. 1, 
| have ## 1917, applicable to damage caused by non-receipt of goods 
quired or their failure to correspond to the description in the bill 
estab 7 of lading, provides as follows: 


freight 


d , 

clare If a bill of lading has been issued by a carrier or on his behalf 

ing as yan agent or employe the scope of whose actual or apparent 
h authority includes the receiving of goods and issuing of bills of 

> suc lading therefor for transportation in commerce among the sev- 


t than eral states and with foreign nations, the carrier shall be liable 
; to (a) the owner of goods covered by a straight bill sub- 
eeding # Jct to existing right of stoppage in transitu, or, (b) the holder 
of an order bill, who has given value in good faith, relying upon 
the description therein of the goods, for damages caused by the 
Freight pon-receipt by the carrier of all or part of the goods or their 
ailure to correspond with the description thereof in the bill at 

to the the time of its issue. 
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Section 9 of this bill of lading act applicable to delivery 
of goods by carriers provides: 

That a carrier is justified, subject to the provisions of the 
three following sections, in delivering goods to one who is (a) 
a person lawfully entitled to the possession of the goods, or, (b) 
the consignee named in a straight bill for the goods, or, (c) a 
person in possession of an order bill for the goods, by the terms 
of which the goods are deliverable to his order; or which has 


been indorsed to him, or in blank by the consignee, or by the 
mediate or immediate indorsee of the consignee. 


Section 17 of this act- provides: 


That if more than one person claim the title or possession 
of goods, the carrier may require all known claimants to inter- 
plead, either as a defense to an action brought against him for 
non<delivery of the goods or as an original suit, whichever is 
appropriate. : 

A claim for overcharge may be made by the shipper or 
consignee according to who pays the freight charges on a 
particular shipment. 

Where several railroads have handled a shipment, freight 
claims may be presented to any of them, but delays may 
be avoided by presenting them either to the receiving or 
the delivering carrier. The most general practice is to 
file them with the carrier that issued the bill of lading. 
In case of interstate shipments section 20 of the interstate 
commerce act requires the initial or receiving carrier to 
issue a bill of lading and holds this carrier— 
liable to the lawful holder thereof for any loss, damage or 
injury to such property caused by it or by any common carrier, 
railroad or transportation company to which such property may 
be delivered or over whose line or lines such property may pass 
within the United States or within an adjacent foreign country 
when transported on a through bill of lading. 

The documents filed with a freight claim, the organiza- 
tion of a railroad freight claim department, the settlement 
of claims between connecting carriers, and means for re- 
ducing loss and damage of freight will be included in 
Lesson No. 39. 


SHIPMENT BY PARCEL POST 


The Trafic World Washington Bureau. 


An order was issued May 29 by Postmaster-General 
Burleson to simplify and facilitate shipments of farm 
products by parcel post over a greater area. In lieu of 
the present restrictions as to the method of packing, 
perishable articles, butter, eggs, dressed fowls, vegetables, 
fruits, etc., may be sent to any post office that can be 
reached within a reasonable time without spoiling, packed 
in crates, boxes, baskets or other suitable containers which 
will properly protect the contents and prevent escape of 
anything therefrom. 

Heretofore eggs could be packed in this manner only 
for local delivery or from points on local rural routes, 
and other products to points within the second zone (150 
miles). 


More liberal packing regulations covering liquids are 
also contained in this order. 

Recently the weight limit on parcels was raised from 
50 pounds to 70 pounds within the first three zones (300 
miles), and from 20 pounds to 50 pounds to all other zones. 

Beginning with the July edition of the Official Postal 
Guide, that publication will be revised so that it may 
be used as a parcel post guide in ascertaining rates of 
postage on parcels. Space is provided in the list of post 
offices by states in this publication for the insertion of 
the zone number after the name of the post office. A 
zone key will be furnished with each guide. The Postal 
Guide will be sold by the Post Office Department for 65 
cents and an additional 35 cents for the eleven monthly 
supplements. 
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Legal Department 


it a legal expert answers sim: uestions relating 
te the law ae deen Tee, ee 
special service by immediate saswer may obtain privately written 
answers te their inquirice by the payment of a small fee. 


# 
DAMAGE TO SHIPMENTS BILLED AT PORTO RICO. 
New York.—Question: In 1916 a railroad company 

issued a bill of lading covering six cases of shoes for one 

of our customers, destination Ponce, Porto Rico, no rout- 
ing beyond this road shown thereon. This shipment was 
placed in a warehouse in Brooklyn on June 5th, 1916. The 
warehouse was burned, likewise the six cases of shoes. 

Now this road disclaims any liability and claims that notice 

of arrival was mailed on June 6th, to which there was no 

response, and consequently the shipment was placed in 
storage. We do not know to whom they mailed this notice; 
furthermore, do not believe that they themselves know. 

In view of the fact that shipment was marked correctly 

and bill of lading issued it would appear to us that the 

railroad company is responsible. 

Answer: In Rule 155, Conference Rulings Bulletin 7, 
the Interstate Commerce Commission said that traffic 
moving by rail from an inland point to a port and thence 
by water to another port, and which does not pass into 
the possession or custody of the owner or his agents at 
the port, is, when interstate traffic, subject to the Act 
and under the jurisdiction of the Commission. In rule 
201 Ibid, the Commission recognized the validity of joint 
through rates from or to points in the United States to 
or from a port or ports in Porto Rico when properly con- 
curred in by the water carriers. In Rule 354, Ibid, the 
Commission said that if a rail carrier and a water carrier 
separately published and filed their rates applicable to 
through shipments, traffic over such route may lawfully 
be transported under through bills of lading, even though 
the rates are not joint through rates. And further, that it 
is not lawful for a carrier subject to the Act to issue 
through bills of lading under an arrangement with a water 
carrier for a continuous carriage until such water carrier 
shall have lawfully filed with the Commission rates 
applicable to such carriage. 


Understanding from the foregoing question that the 
initial rail carrier issued a through bill of lading for de- 
livery of the six cases of shoes to Porto Rico, it is our 
opinion that the same while in warehouse at Brooklyn 
awaiting delivery to the water carrier was in possession of 
the rail carrier as a common carrier, and not as a ware- 
houseman, and that therefore it would be liable for any 
damage done to them by fire or otherwise while held in 
such warehouse. 


Cost of Furnishing Claim Affidavit. 


California.—Question: Referring to your reply to “Colo- 
rado,” page 914 of the Weekly Traffic World, issued April 
27, 1918, we cannot follow your line of reasoning when you 
state that the carrier is within its legal rights in requir- 
ing an affidavit at the expense of the claimant. It would 
seem to us that the expense of procuring an affidavit 
should be disposed of in the same way that the expense 
in securing a deposition would be disposed of, in case a 
claim were taken into court. 

While we have not had much experience in litigation 
over railroad claims, it is our understanding that the 
expense of procuring depositions in support of the plain- 
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tiff’s case reverts to the carrier if liability on the par 
of the carrier is proven and judgment is given the plajip. 
tiff. If this is true, it would seem to us that it woul 
be only logical to conclude that, the carrier in refusing 
to accept the clean bill of lading as prima facie evidence 
of the good condition of the shipment at the time it was 
delivered to the carrier and requiring supplemental eyi. 
dence in the way of an affidavit, the expense of the aff. 
davit, if the claim is proven to be a good one, should 
fall upon the carrier. Would be pleased to have yoy 
advise us wherein our line of reasoning is inconsistent 
or defective. 

Answer: In claims adjudicated by litigation, the court 
may, in its discretion, determine what party shall pay 
the costs, including expenses for securing depositions, ete, 
such judicial discretion being placed in the courts ex. 
pressly by statute. In claims, however, amicably adjusted 
by the parties withoat recourse to litigation, so as to 
prevent discriminations or preferences under the Inter. 
state Commerce Commission act, it is required of the 
carriers that they must make a thorough investigation 
of each claim before adjusting the same. Many claims 
arise for alleged damages to goods that are hidden from 
view, and frequently the carriers have no ready means for 



















































.investigating such claims and must almost wholly rely 


upon the statements of the claimant regarding the condi- 
tion of such goods when received at destination. As the 
law does not presume negligence on the part of the carrier 
in the transportation and delivery of goods, in a claim 
for such damages, the claimant must show that the prop- 
erty was in an undamaged condition when received by the 
carrier and was in a damaged condition when delivered 
to the consignee. The burden of proof being therefor 
upon the claimant, and the carrier not always having at 
hand evidence by which it can readily ascertain the condi- 
tion of a given shipment, whenever it is called upon by 
claimant to adjust the claim without recourse to law, it 
can rightfully refuse to entertain a claim until the claim- 
ant has presented it in such form as would be required 
if contested in court, and that would satisfy the average 
man as to the accuracy and honesty of the claim. If in 
the exercise of a sound discretion, the carrier thereby 
requires of the claimant evidence that entails some ex 
pense on the latter, it is our opinion that the expense 80 
incurred must be borne by the claimant. 
Wrong Delivery. 

Pennsylvania.—Question: “C,” the consignee, receives 
notice that a certain forging machine which is a standard 
model has been shipped via Transportation Company “P,” 
but shipping notice does not contain car number. After 
considerable time had elapsed “C” discovered that “P” was 
holding the forging machine for them, which would be 
delivered in the usual way, that is, on their private siding 
inside the plant. Deliveries in “’s” plant were made daily 
and any car placed by “P” within the plant were considered 
as being consigned to “C.” When “C,” therefore, found 4 
car in his plant containing a machine similar in nearly 
every respect to the one which he was expecting, it was 
unloaded at once, but when this had been done it was 
discovered that machine did not belong to him and conse 
quently was reloaded and proper representative of es 
notified of their error. Can “C” collect for the cost it 
curred in reloading and unloading of this machine and 
could “P” hold “C” liable in the event any damage had 
occurred to the machine in the process of loading or Ww 
loading? 

Answer: As the law requires the carrier to make de- 
livery of cars upon private or industrial interchangs 
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tacks, the consignee would appear to have had reasonable 
ause to believe that a car found on his private siding 
wder the circumstances above outlined, and containing 
,shipment almost identical to the one he was expecting, 
yas in fact his shipment, and would be justified in un- 
lading the same as he would in the usual course of handl- 
ing all the shipments. It is a question, however, whether 
the cost incurred in unloading and reloading such ship- 
ment can be charged to the carrier guilty of such wrong 
delivery, Since under Section 2, Paragraph 2 of the Uni- 
form Bill of Lading, the carrier’s liability is computed on 
a basis that would exclude such charges. On the other 
hand, we do not believe that the carrier could hold the 
gnsignee liable for any damage occurring to the shipment 
inthe act of unloading and reloading such shipment, unless 
goss carelessness could be shown, because the carrier’s 
wong delivery attributed to such consequences. 


Measure of Damages to Shipment Invoiced Through 
Middleman. 

lllinois—Question: Customer located in State of Ohio 
buys merchandise, which is shipped from factory located 
in Indiana, and invoice is mailed direct to consignee by 
uw. Shipment is damaged and we entered claim for selling 
price to consignee. Agent at point of origin visits factory 
and learns that merchandise is sold and invoiced to us at 30 
pr cent less than amount of claim, which is, as stated 
above, filed for the amount of our invoice to consignee. 
Carriers decline claim, advising that it must be amended 
tothe amount of invoice from factory to us, stating that 
we are not entitled to profit on both shipments. 
According to our understanding, we are entitled to 
value of shipment at time and place of shipment, covered 
by invoice on which shipment is moving, which in this 
instance is the invoice issued by us to our customer. Please 
advise us at your convenience through the medium of 
yur valuable paper your opinion, or, if possible, an 
amalogous case on which the Commission has ruled. 
Answer: The Interstate Commerce Commission has 
not ruled on this specific point as yet. Our opinion is 
that the carrier’s position is the correct one. We have 
frequently reviewed this subject in the columns of the 
legal Department of the Traffic World, and our more 
recent answers are to “Illinois” published on page 1146 
ofthe May 25, 1918 issue, to “Nebraska,” on page 696 of 
the March 30, 1918 issue, and to “Illinois,” on uage 747 
of the October 6, 1917 issue. 

Weights at Destination. 
Michigan.—_Question: We shipped a car of scrap to 
Buffalo which was weighed here in Detroit by the Pere 
Marquette, gross weight 125,700 pounds. Our customer, in 
Buffalo, had the car reweighed at destination by the Erie 
Railroad, gross weight of the car showing only 122,300 
hounds, making a shortage of 3,400 pounds in weight be- 
tween Detroit and Buffalo. We made claim against the 
Pere Marquette Railway but they have declined to pay 
same, stating that they cannot find that the shortage d>- 
eloped with the carriers, and, in the absence of any 
negligence on the part of the carriers, under the terms of 
the bill of lading contract they cannot admit of any lia- 
bility. They further state that it is very evident that 
the steel lost was simply a variation of scale weight. 
We do not believe the scales should vary this much and 
ifyou are of the opinion that the Pere Marquette Railway 
should pay this claim, kindly advise us your authority for 
Your opinion. 
Answer: In an action against a common carrier the 
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plaintiff mentioned in the first instance shows that the goods 
were delivered to the carrier and that when delivered to the 
consignee that a lesser quantity of weight was received. 
That is, the burden of showing that the carrier failed to deliv- 
er the exact quantity of the goods rests upon the plaintiff. 
After it has been shown that the goods were delivered to 
the carrier and that it failed to deliver them, the pre- 
sumption is that the carrier was negligent and it has the 
burden of proving that the loss, if any, resulted from some 
cause for which it was not responsible. Section 1 of the 
Uniform Bill of Lading conditions stipulate that a carrier 
shall not be liable for differences in the weights caused 
by natural shrinkage or discrepancies in alleged weights. 

In Re Weighing of Freight by Carriers, 28 I. C. C. 7 (see 
Traffic World of August 9, 1913, page 289), the Commission 
said that it is not proper to provide that weights at either 
point of origin or at point of destination shall govern. In 
other words, it is only the actual and correct weight that 
governs, and either party may show that the weight at a 
given point was incorrect. For our further views on 
the subject kindly refer to our answer to “Pennsylvania” 
published on page 1301 of the December 15, 1917, issue of 
the Traffic World. 


EXPRESS COMPANY REVENUES 


The Trafic World Washington Bureau. 

A summary of the results of operations of the principal 

express companies in December, 1917, compared with op- 

erations in December, 1916, shows for all the companies 

a decrease in the operating income’ from $443,256 to a 
deficit of $1,432,039. 


For the twelve months ending with December the de- 
crease in the operating income from $8,926,075 to a deficit 
of $184,305 

The Adams, for December, went from an operating in- 
come deficit of $188,794 to a deficit of $874,429; American 
from $65,364 to a deficit of $363,397; Canadian from $28,- 
119 to a deficit of $28,864; Great Northern from $24,917 
to a deficit of $27,212; Northern from $30,646 to a deficit 
of $229; Southern fell from $282,333 to a deficit of $12,- 
937; Wells Fargo & Company from $189,045 to a deficit 
of $122,457; and Western from $11,623 to a deficit of $2,510. 

For the twelve months the Adams fell from $798,924 to 
a deficit of $3,137,187; American from $2,318,725 to $679,- 
184; Canadian from $252,160 to $62,669; Great Northern 
from $265.598 to $222,042; Northern from $330,209 to $289,- 
723; Southern from $1,816.069 to $949,219; Wells Fargo 
& Co. from $3,043,393 to $651,416; and Western from $100,- 
992 to $98,627. 


COAL CAR DISTRIBUTION 


The Trafic World Washington Bureau. 


Six complaints filed by operators in the Avella coal 
field on the rails of the West Side Belt Railroad at Pitts- 
burg allege undue discrimination in the distribution in 
coal cars between the fall of 1917 and March 22, this 
year, when the Railroad Administration stopped the un- 
just distribution carried on by the Pittsburgh Terminal 
Railroad and the coal company which owns the coal mines 
and the West Side Belt Railroad. The allegation is that 
the proprietary company favored its mines on its own 
rails to the hurt of mines on the West Side Belt, which 
is also owned by the Terminal Company. Damages of 
more than sixty thousand dollars are alleged. — 
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Help for Traffic Man 


This department is conducted a traffic man of long experi- 
ence and wide knowledge. In it he will answer questions relat- 
ing to practical traffic problems. We do not desire to take the 
place of the traffic man, but to help him in his work. We re- 
serve the right to refuse to answer any questions that we judge 
it unwise to answer or that involve situations that are too com- 
- for the kind of investigation contemplated. Questions will 

answered as promptly as possible. No answers will be given 
by mail except for a fee. 


Address “Help for Traffic Man” The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Returned Empty Private Car. 

Q.—Please advise through your column in The Traffic 
World on the following: A consignee receiving a car of 
oil from the producer, returning the empty car to origi- 
nal shipping point, via the route over which the carload 
traveled. Is the consignee within his rights in demanding 
from the carrier a receipt in the nature of a bill of lading 
for the return movement of this privately owned car? 

A.—When an empty private car is returned over the 
same route it moved under lading to the original shipping 
point, such car is understood to be in railroad service and 
there is no apparent necessity for consignee demanding a 
bill of lading from carrier. It would seem that if con- 
signee demanded and obtained a bill of lading for the re- 
turn of such car he would appear to stand in the light 
of any other shipper of goods and the car would probably 
be subject to the charges provided in the tariffs for the 
movement of empty cars on their own wheels. 


Company Material. 

Q.—In furnishing lumber to a carrier for the construc- 
tion of a depot and in the contract made between the car- 
rier and us it is specified free freight on carriers’ rail con- 
structing depot. Understand the shipments are billed from 
point of origin to the destination where the work is done. 
Aren’t we entitled to the division of the joint through 
rate? Understand that the carriers didn’t buy with the 
understanding that the material would ultimately become 
company material. Shipments were billed from the origi- 
nal originating point to the final destination consigned to 
the carrier doing the improvement. 

A.—You do not mention whether the sale was f. o. b. 
shipping point or destination. 

In the Matter of Transportation of Company Material, 
22 I. C. C., 439, the Commission held that “a carrier as a 
shipper over the lines of another carrier may not have 
any preference in the application of transportation rates 
and charges. Conversely, it may have the same privileges 
under the tariffs as any other shipper. Firms and indiv- 
uals have an undoubted right to enter into contracts of 
purchase and sale under which the consignor pays an 
agreed portion of the transportation charges and the pur- 
chaser or consignee another portion of those charges. A 
carrier as a shipper has the same right * * *, The 
contract of purchase and sale of the property shipped and 
the actual or technical ownership of it at the time it is 
shipped or during the transportation are not matters of 
importance or concern so long as such contracts and own- 
ership are not resorted to or permitted to be cloaks or 
excuses for effecting either directly or indirectly evasion 
of or departure from lawful tariff rates, rules and charges. 
Any attempt to evade the law or to apply the ruling of 
the Commission to other than bona fide transactions in 
good faith, or in other than their clear intent and purpose, 
will, of course, be treated and dealt with in accordance 
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with the facts in the case. * * *. The proportions in 
which the transportation charges will be borne by the 
vendor, who is presumably the consignor, and the ¢op. 


' signee carrier are doubtlessly reflected in the contract pyr. 


chase price. * * *. It would also be manifestly helpfy 
if the contract of purchase and sale provided that the 
vendor or consignor shall bear a certain specified part of 
the transportation charges, provided the property is trang. 
ported by a designated route or junction point.” So we 
would say it is clear that consignor is not “entitled to the 
division of the joint through rate” as such. If the lumber 
was sold to carrier f. o. b. destination, the shipper is yp. 
doubtedly responsible for the freight charges to that point 
unless the contract of purchase and sale specifically pro. 
vided that the consignee carrier would pay an agreed por. 
tion of the transportation charges. If the sale was f. o, b, 
shipping point, the consignor is not concerned with the 
freight charges, as they would be borne by the consignee. 


Collection of Undercharges. 


Q.—About the first of January, 1917, we made a shipment 
to a consignee in Texas. Recently we were presented with 
a balance due bill, together with a letter of explanation 
from the originating carrier in Akron, stating that through 
a clerical error they misrated our shipment. 


When this error was discovered an effort was made to 
collect from consignee. They found he had enlisted in 
government service, and their contention is that, under 
Interstate Commerce Commission ruling No. 314, the ship- 
per is liable for the amount uncollected regardless of the 
fact that it is a result of their own error. 

We have not been able to obtain a copy of this ruling 
and would like to have you quote it through your column 
and have your comments. 

A.—A shipper is not excused from payment of the legal 
tariff rates by reason of an error of the carrier in quoting 
or in billing at an erroneous rate. Under the law and 
decisions of the courts the shipper is presumed to know 
the legal rate for the carriage of his goods. In conference 
ruling No. 314 (Conference Bulletin No. 7) it calls atten 
tion to the requirements of the law that the carrier must 
collect and the party legally responsible must pay the law 
fully established rates without deviation therefrom. The 
Commission does not determine in any case which party, 
consignor or consignee, is legally liable for the under- 
charge. That is a question determinable by a court of 
competent jurisdiction upon the facts of the case. In con 
ference ruling No. 16 the Commission holds that “Even 
though an undercharge results from an error in billing 
by the initial carrier or a connection, the delivering cal- 
rier must collect the undercharge.” If the carrier is unable 
to collect the undercharge from the consignee, it is not 
excused from collecting it from the consignor with whol 
the contract for carriage was made, unless the consignor 
had no interest in the shipment other than that of al 
agent for the consignee. 

On May 4, 1918 (see The Traffic World, May 18, pase 
1086), the Commission adopted the following: ‘In confer 
ence ruling 314 the Commission held it to be the duty of 
common carriers to exhaust their legal remedies to collect 
undercharges. But the Commission has pointed out from 
time to time and now holds that this ruling does not Tt 
quire the filing of a suit where the party liable for the 
undercharge cannot be lecated, or service cannot be made, 
or where, upon investigation by the carrier in good faith, 
it is found that legal process would be futile and ineffect- 
ual.” 
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TIME FOR PAYING FREIGHT BILLS 


Editor The Traffic World: 

We have been advised that a bill has been signed 
whereby all freight bills must be paid within forty-eight 
hours after delivery of freight. It certainly seems to 
us that this is a very unfair and unjust bill, as forty- 
eight hours’ time is not enough for the proper auditing 
and checking of freight bills. 

It is our experience, and I believe most other firms will 
agree with us, that all freight bills must be carefully 
audited. I do not believe that there are, at this time, very 
many firms of any size but what have a complete tariff 
fle and a traffic man that is capable of checking rates 
and classifications. This is more than most railroad offices 
can boast of. It is the writer’s experience (and I am 
speaking from railroad experience) that the average 
freight office is made up of underpaid, incompetent clerks. 
The tariffs are not up to date and not one office in fifty 
has an inbound tariff file by which it can check inbound 
freight rates, although it is an interstate commerce ruling 
that all railroad offices must have on file all tariffs cover- 
ing their stations, both inbound and outbound. 

We wish to strongly protest against this bill. I have 
mentioned the above facts as a few reasons why we con- 
sider this an unjust bill for the shipper, and why we think 
same should be rescinded. 

The writer would be very much pleased to have the 
views of other firms in regard to this important matter. 

Service Motor Truck Co., 
C. J. Garber, Traffic Manager. 
Wabash, Ind., June 4, 1918. 


THE ADVANCE IN IRON ORE RATES 


Editor The Traffic World: 

Is the Director-General’s order No. 28 free from incon- 
sistencies? I do not think so. As a point bearing out 
this contention I wish to cite only one instance in sub- 
Sstantiation. 

Refer to the increase proposed in the iron ore rates, 
Which is stated as-30 cents per net ton of 2,000 pounds. 
It was my first thought that this was nothing but a typo- 
sraphical error, but I have since learned, indirectly, from 
the office of the director of traffic, Mr. Edward Chambers, 
that it was their intention to increase the rate on iron 
ore 30 cents per net ton of 2,000 pounds, as the order pro- 
Vides—so it is claimed. 

From time immemorial rates on iron ore have been 
Stated on the gross ton basis of 2,240 pounds, and the 
business in this commodity. transacted accordingly. 

Now, further down in the order, we come to section 6, 
Which concerns the disposition of fraction$, which tends 
toward the elimination of fractions in freight rates. Under 
sub-section B, rates per ton amounting to less than 5 cents 
are omitted and amounts of 5 cents or greater increased 
to 10 cents. 

The order does not state that the present per gross ton 


rates on iron ore are to be placed on the net ton basis. 
No such stupendous advance apparently dared be hazarded. 
Why, then, did they state the advance on the net ton 
basis, inasmuch as an advance of 30 cents per net ton 
is equivalent to an advance of 33.6 cents per gross ton, 
when the advance could have been more easily stated in 
even terms, e. g., 30 cents per gross ton, or even 35 cents 
per gross ton? 

I can draw no other conclusion than that an error has 
been made in Mr. Chambers’s office, and, as I understand 
that they still maintain that it was actually their intention 
to state the increase on iron ore as 30 cents per net ton 
of 2,000 pounds, it strikes me with particular force that 
a mistake has been made which they are loath to admit. 

If this is not the case, the country should be proud to 
know that the Director-General’s traffic staff consists of 
men who are infallible. But still I must admit that the 
logic of their reasoning is too deep for me to comprehend. 

I think it would be interesting to have this explained, 
and if you will, therefore, print this article in your next 
issue of The Traffic World, possibly some kind-hearted 
soul will come forward and clarify the situation. 

Duluth, Minn., June 1, 1918. J. J. Smith. 


HEAVY LOADING OF CARS 


George C. Conn, general traffic manager of the Buick 
Motor Company, Flint, Mich., writes the following letter 
to J. F. Townsend, traffic manager, National Tube Com- 
pany, Pittsburgh, Pa.: 


Your letter of May 23 in the Traffic World is, indeed, 
very interesting and shows the magnificent co-operation 
your people have given the railroads in the question of 
heavy loading and conservation of equipment. 

Practically all of your family concerns manufacture 
commodities and use raw materials which can be loaded 
heavily, and most of your industries are located in terri- 
tories where railroads are relatively well supplied with 
equipment which, with the proper co-operation by shippers, 
makes your heavy loading possible, and in reaching an 
average weight of 88,300 pounds you have surely set the 
pace for everyone. 

Up here in Michigan we have a different proposition. 
We are consumers of Pittsburgh products and glad to get 
the heavy loads inbound, but the nature of our produc- 
tion precludes heavy tonnage loading outbound. 


Generally speaking, we have hay, furniture, refrigera- 
tors, sugar beet pulp, woodenware, cereal foods, sewing 
machines, machinery and automobiles, and cars of large 
cubical capacity rather than weight capacity are in de- 
mand. I think I am correct in saying that some of the 
new heavy-capacity cars will not provide as much space 
as the older and lighter equipment. I notice some of the 
newer Pennsylvania company’s 100,000 capacity box cars 
are not as large as some of their 60,000 capacity furni- 
ture cars. We are trying to intensify our loading, and 
to do this we hope to see provided a standard box car 
not less than forty feet long, eight and one-half feet wide 
and nine and one-half feet high inside, with double side 
doors. 

We believe the wide side door is the solution for many 
of our car shortages. Hundreds of box cars are hauled 
around Michigan empty which could be promptly loaded 
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at automobile centers if the doors were wider. 

We are also of the opinion that a wider door would 
prove economical in merchandise traffic, especially in 
handling at large freight houses or transfer platforms. 

We hope that in the construction of new box car equip- 
ment a model will be devised which will not only antici- 
pate a heavy tonnage loading, but provide a reasonably 
large cubical capacity, with doors sufficiently wide to 
make the car available for all kinds of traffic, and are 
confident that such a standard car will increase the gen- 
eral efficienty of equipment and materially reduce oper- 
ating expenses. 


TIME FOR PAYING FREIGHT BILLS 


W. H. Stannis, traffic manager of the International Sil- 
ver Company, Meriden, Conn., has written as follows to 
the Director-General of Railroads: 


Our company stands for patriotism to the fullest ex- 
tent, and we do not mean to complain at anything required 
of us by the government of our country, especially in this 
time of strained war conditions. Neither are we for one 
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moment presuming to criticize your methods in handling 
the enormous tasks before you in conducting the freight 
situations. But we do feel that an injustice has been jp. 
posed upon the larger shippers and receivers of freight 
by depriving them of the long and much enjoyed privilege 
of weekly credit in paying our freight charges. 

In the large corporations where an elaborate system of 
corporation accounting is in vogue, it will be impossibje 
to check up and properly audit freight bills in forty-eignt 
hours. 

For goods which we sell to railroads we allow them 
thirty days to pay, and if they take four months we are 
glad to accommodate them to that extent. If we put in 
a claim for loss, damage, or overcharge, we consider our. 
selves lucky if we get a settlement in six months, and 
many times it is two years. 

If we pay freight bills in forty-eight hours, it means 
many claims for overcharge, which will add much to the 
now over-worked claim department and also to us. 

One good turn deserves another. Why not make an 
exception to reputable concerns of established credit and 
allow them the privilege of time enough to properly check 
up their freight bills? 


a 


Loss and Damage Decisions 


Cases Recently Decided by State and Federal Courts 


taken from and of National R: s De wey West Pu Co., St. Paul, Mian. 
(Digests Reporters Digests t af ye abl AY blishing 


BILLS OF LADING. 


Goods Not Received: 

(Supreme Court of North Carolina.) A common carrier 
is not bound by a bill of lading issued by its agents, unless 
the goods were actually received for shipment, and is 
not estopped by the bill of lading from showing by parol 
that no goods were in fact received, although the bill has 
been transferred to a bona fide holder for value —Com- 
mercial Nat. Bank vs. Seaboard Air Line Ry., 95 S. E. 
Rep. 777. 


TRANSPORTATION AND DELIVERY BY CARRIER. 


Conversion: 


(Supreme Court of Nevada.) As a general rule, it is a 
conversion to receive property from one wrongfully in 
possession, and thereafter to exercise control of it against 
the wish of the person entitled.—Dixon vs. Southern Pac. 
Co., 172 Pac. Rep. 368. 


The carrying of goods by a carrier from terminus to 
terminus on the requirement of a person unlawfully in 
possession is not a conversion, though if the true owner 
intervenes before the goods are delivered, and demands 
them, and the carrier refuses to deliver them, it is liable 
in trover.—Ibid. 

Where the owner of ore on a mine dump, anticipating 
that E., who was operating the mine, would endeavor to 
ship it, notified the railroad, and forbade the transporta- 
tion of such ore, and the railroad, when E. offered the 
ore for transportation, required him-to make affidavit that 
such ore was his, which he did, and the railroad trans- 
ported the ore for him, such railroad was liable to the 
owner of the ore as for a conversion, being charged with 
constructive notice of the owner’s right.—Ibid. 


The measure of damages for a conversion of property 
is its value at the time of the conversion, with legal inter- 
est from the date to that of rendering judgment, though 
special and exemplary damages may be allowed in certain 
cases.—lIbid. 


LOSS OF OR INJURY TO GOODS. 
Unprecedented Storm: - 

(Court of Civil Appeals of Texas.) An express com- 
pany is not liable for damages to goods due solely to an 
unprecedented storm, which could not have been foreseen 
or anticipated.—Wells Fargo & Co. vs. Porter, 202 S. W. 
Rep. 987. 


Damages—Released Rate: 

(Supreme Court of Missouri, Div. No. 2.) Where the 
published rates of a railroad company provided that rugs 
in bales not exceeding in value $50 a bale should be 
shipped at first-class rates, and that, when boxed, with 
a stated value from $50 to not exceeding $100, they should 
bear 1% times the first-class rate, and if of a value of 
over $100 or when value was not stated, they should bear 
3 times the first-class rate, a shipment of rugs in bales at 
the first-class charges could not be limited in case of 
damage to $50 per bale; there being no alternative rate 
for shipment of rugs in bales for the shipper to choose, 
and consequently no consideration for his agreement limit- 
ing recovery.—Der Bogosian vs. Atchison, T. & S. F. Ry. 
Co., 202 S. W. Rep. 1078. 

CHARGES AND LIENS. 
Consignor’s Liability: 

(Supreme Court of Nebraska.) In a suit brought by 4 
railway company against the consignors, Kinney & Allet, 
and the consignee, William H. Queenan, it was shown that 
36 carloads of hay were shipped by the consignors, Kinney 
& Allen, from Newport, Neb., to South Omaha, f. o. b., the 
shipment being made under the tariff regulations of the 
Nebraska Railway Commission, and it being shown that 
the hay was delivered to the Union Stockyards Com 
pany at the place of destination on Queenan’s order and 
without collecting the freight charges, and that Queenan 
had become insolvent. Held, that, as shippers, Kinney 
& Allen were liable for the legal freight charges with 
Queenan, and that they had not been released.—Chicas0 
& N. W. Ry Co. vs. Queenan et al. 
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June 8, 1918 © 


CARRIAGE OF LIVE STOCK. 


twenty-Eight Hour Law: 

(Circuit Court of Appeals, Sixth Circuit.) Under the 
Twenty-Eight Hour Law forbidding the confinement of 
shipments of live stock for more than 28 consecutive hours, 
put allowing shippers to extend the time of confinement 
to 36 hours, it is the established rule that the time during 
which a shipment of live stock is confined by a connect- 
ing carrier shall be included in the statutory period.—Grand 
Trunk Western Ry. Co. vs. United States, 248 Federal 
Rep. 905. 

Under the Twenty-Eight Hour Law, forbidding the con- 
fnement without unloading of shipments of cattle or of 
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live stock for more than 28 consecutive hours, but au- 
thorizing the shipper to extend the period for 36 
hours, defendant railroad company, which received @ 
shipment of cattle originating in Canada, which the owner 
had consented should be confined for 36 hours, is guilty 
of a violation of the act, where it confined animals after 
receipt in the United States for a period which, added to 
the time they had been confined in Canada, exceeded 36 
hours, for the purpose of the act was to prevent cruelty 
to animals, as well as to prevent impairment of their food 
value by reason of their excessive confinement, and so 
it is applicable to shipments originating in Canada, where 
in the course of interstate commerce they are brought 
into the United States.—Ibid. 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, mag by West Publishing Co., St. Paul, Mina. 
Copyright, 1918, by West Publishing Co.y 


Regulation of Common Carriers. 
Complaints: 


(Supreme Court of Ohio.) The proceeding before the 
Public Utilities Commission on a complaint filed with it, 
which alleges that rates charged by a railroad company 
are unreasonable or unjustly discriminatory, is a matter 
of public concern in which all shippers are interested. 
The orders made are general in their operation, not only 
in favor of the complainant in that proceeding, but of all 
persons interested.—Taylor-Williams Coal Co. vs. Public 
Utilities Commission of Ohio. 119 N. E. Rep. 459. 


Where in an action brought pursuant to the statute in 
effect prior to the act of April 18, 1918, by a railroad com- 
pany to set aside and vacate an order of the Public Utilities 
Commission, the order was suspended by the court and 
bond given by the plaintiff company and after such order 


| Personal Notes | 
a a 

The Chicago & Alton Railroad has made the following 
appointments: Barth Reidy, general agent of the traffic 
department at Minneapolis, has been appointed traffic 
agent, with headquarters at Chicago; James Mann, divi- 
sion freight agent at Springfield, has been made traffic 
agent, with the same headquarters; C. E. Norris, division 
freight agent at Mexico, Mo., has been made traffic agent, 
With the same headquarters; W. G. Howard, general agent 
of the traffic department at Pittsburgh, Pa., has been ap- 
Pointed traffic agent, with headquarters at Kansas City, 
Mo. 

D. E. Sullivan has been appointed division freight agent 
of the Baltimore & Ohio, with headquarters at Chicago; 
E. C. Law, commercial freight agent at Toledo, O., has 
been appointed division freight agent, with office at Toledo; 
J.R. Lee, commercial freight agent at Detroit, Mich., has 
been transferred as commercial freight agent to Toledo, 
0.,and the position of commercial freight agent at Detroit 
has been abolished. 

T. J. Wright has been appointed general agent of the 


of suspension the company collected the rate in effect 
prior to the order of the commission, the charge made, 
under the circumstances, does not furnish the basis of 
a complaint to the Public Utilities Commission under sec- 
tion 579, General Code. .If the charge is unlawful, the 
remedy of the shipper is by action in a court of compe- 
tent jurisdiction against the company on its liability to 
refund the excess charged above the amount finally deter- 
mined that it was authorized to collect.—Ibid. 
Overcharge: 

(Supreme Court of Ohio.) The term “overcharge,” as 
used in Gen. Code, Sec. 579, providing for the submission 
to the Railroad Commission of claims against a railroad 
for overcharges if not paid within a certain time, means 
a charge collected above the lawful tariff rate-charge of 
more than is permitted by law.—Taylor-Williams Coal Co. 
vs. Public Utilities Commission of Ohio, 119 N. E. Rep. 459. 


Atlanta, Birmingham & Atlantic, with office at Brunswick, 
Ga., vice J. B. C. Blitch. 

B. R. Brennan, formerly agent of the C., C., C. & St. 
L. Railroad at Springfield, O., has been appointed agent 
at Cleveland, O., vice F. C. Cunning, transferred. 

Frank Baer, formerly commercial agent of the N. Y., 
C. & St. L. at Cleveeland, O., has been: appointed traffic 
commissioner of the Cleveland Chamber of Commerce. 
George Teare, formerly commercial agent of the C., R. I 
& P. at Cleveland, is appointed his assistant. 

F. M. Seymour, Jr., has resigned as traveling freight 
agent of the Kansas City Southern Railway at Kansas 
City and is appointed traffic manager of the General Ex- 
plosives Company, Joplin, Mo. 


Ralph M. Field has been appointed traffic commissioner 
of the Peoria Association of Commerce, Peoria, Ill. He 
began railroading in 1893 in local station work on the old 
P. D. & E. at Peoria, which later was absorbed by the 
Illinois Central. He continued with the Illinois Central 
until 1903, both in local and commercial office work, and 
in the tariff department of the general freight office in 
Chicago, leaving to take charge of the tariff department 
of the Wisconsin Central Railway at Milwaukee. He re- 
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mained in this position about a year and then returned to 
Peoria to become traffic manager for distilling interests 
in that city, in which position he continued until his 
present change. 

W. D. Bell is appointed acting general claim agent of 
the International & Great Northern Railway, with juris- 
diction over all claim matters, vice J. S. O’Flynn, granted 
leave of absence on account of ill health. 

C. I. Allen is appointed general agent of the Atlanta, 
Birmingham & Atlantic Railway Company at Birmingham, 
Ala., vice V. E. Whitaker, promoted; F. H. Hill is ap- 
pointed division freight agent, Fitzgerald, Ga., vice C. I. 
Allen. 

The Fernwood & Gulf Railroad Company announces that 
the position of car accountant is abolished on account 
of C. L. Taylor being drafted. 

Thomas W. Ross of Cleveland has become vice-presi- 
dent of Hummel & Downing Company, Milwaukee. In 
1904 he assisted in the organization of the Ohio Box 
Board Company, of which he has since been treasurer 
and general manager. During that time the fiber shipping 
case has been developed and J. P. Hummel and Mr. Ross 
have had a large share in the work of evolution. Mr. Ross 
was one of the organizers of the Fiber Shipping Container 
Association, serving as president for eight years, and at 
present chairman of its executive committee. He is also 
a member of the war service committee of the fiber con- 
tainer industry, a member of committee D-10 of the Amer- 
ican Society for Testing Materials and a member of the 
Bureau of Explosives and Inflammables. In traffic matters 
Mr. Ross has had much experience with railroad classi- 
fication rules, as well as with Interstate Commerce Com- 
mission hearings, relative to transportation and rates on 
boxboard and fiber cases. He is a member of the Chicago 
Traffic Club, the Cleveland Traffic Club and a director 
of the Cleveland Rotary Club. 


SUBSCRIPTIONS FOR PUBLICATIONS. 

R. H. Aishton, regional director, has sent to western rail- 
roads the following: 

“It has now been determined that subscriptions to pub- 
lications for the benefit of employes will remain in status 
quo; that is, railroads which have subscribed in the past 
may continue the same general policy, but shall not rad- 
ically increase or decrease the number of subscriptions. 
This is to remain in effect until some more general policy 
has been determined upon.” 

It is understood that similar action has been taken by 
other regional directors. 

GRAIN TRAFFIC ASSOCIATION. 

The Grain Market Joint Traffic Association was formed 
in Chicago June 4. J. S. Brown, manager transportation 
department, Chicago Board of Trade, is president. It is 
composed of grain exchanges in Minneapolis, Peoria, Kan- 
sas City, Milwaukee, Chicago and Cleveland. 


COMMISSION ORDERS. 

The Commission has dismissed on complainant’s request, 
case 9304, Big Horn Collieries Co. vs. C. B. & Q. R. R. 
et al. 

The Commission has assigned fifteenth section applica- 
tion 5734, filed by Leland, Boyd & Emerson, for carriers, 
for authority to increase rates on canned goods, cotton 
piece goods and other commodities from New Orleans and 
related points to points in Kansas, Nebraska, Oklahoma 
and southewestern Missouri to docket to be given con- 
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sideration in conjunction with docket 9702, Memphis 
southwestern case. 

The Commission has modified its orders so as to become 
effective August 8, instead of July 8, in I. and §. 257, 
Iowa-Minnesota cement rates; I. and S. 339, cement Tates 
from Mason City, Ia.; I. and S. 382, cement rates from 
Mason City, Ia., to Beach, N. D.; I. and S. 406, freight 
rates between points in Minnesota via interstate routes 
and between points in Minnesota and other states: I. and 
S. 408, cement rates between points in Illinois and points 
in Minnesota and other states; I. and S. 463, cement rates 
from Duluth, Minn., Mason City and Des Moines, Ia., to 
stations on Mid-Continental Railroad; I. and, S. 72% 
cement from Mason City, Ia., and other points; |, 
and S. 819, cement to International Falls Minn, 
No. 2; I. and S. 935, cement to Nebraksa stations: 
I. and S. 950, cement to Ada, Okla.; I. and S. 960, cement 
to Sallisaw; I. and S. 981, cement to Iowa points: cage 
5914, Newaygo Portland Cement Co. vs. C., M. & St. P. 
Ry. Co. et al.; case 8019, Iola Cement Mills Traffic Assn, 
et al. vs. A., T. & S. F. Ry. Co. et al.; case 8294, Mar. 
quette Cement Manufacturing Co. et al. vs. C. R. 1. &P. 
Ry. Co. et al.; case 8321, Huron Portland Cement (Co, 
vs. Detroit & Mackinac Ry. Co. et al.; case 8321 (sub-No. 
1), Newaygo Portland Cement Co. vs. Pere Marquette 
R. R. Co. et -al.; Case 8453, Chicago Portland Cement (‘. 
et al. vs. Ill. Cent. R. R. Co. et al.; case 8490, Oklahoma 
Portland Cement Co. vs. M., K. & T. Ry. Co et al: case 
8824, Chicago Portland Cement Co. et al. vs. C. & N. W. 
Ry. Co. et al.; case 8932, Newaygo Portland Cement (Co. 
vs. D. M. & N. Ry. Co. et al.; fourth section order 7260, 
western cement rates; fourth section order 7261; cement 
rates from Kansas and Missouri points to Arkansas. 


DOCKET OF THE COMMISSION 


Note.—!ttems in the Docket marked with an asterisk (*) an 
new, having been added since the last issue of The Traffic 
World. Cancellations and postponements announced too Iate to 
rnow the change In this Docket will be noted elsewhere. 


June 12—Argument at Washington, D. C.: 
10030—Milton Brick Co. et al. vs. Il’a. KR. R. Co. et al. 
10050—Tuckerton R. R. Co. vs. Pa. R. R. Co. 
10035—Farmers’ Feed Co. vs. Erie R. R. Co. et al. 
1. & S. 1159—Philadelphia hay and straw deliveries. 
10036—Penn Grains and Seeds Co. vs. Penn. R. R. Co. et al. 


June 13—Argument at Washington, D. C.: 
9834—-George C. Holt and B. B. Odell vs. Pa. R "' 
9982—E. I. Du Pont De Nemours & Co. vs. P. C. C. & St. L 
m &. Ce. et ab 
-~ ?” en Window Glass Co. vs. Western Md. Ry. Co. 


10122—Daylight Zone investigation for parties in Oklahoma, 
southern Kansas and northern Texas. 


June 13—St. Louis, Mo.—Examiner Mackley: 
* 10115—Illinois terminal rate cancellation. 


June 14—Argument at Washington, D. C.: 
9976—Swift & Co. vs. Mo. Pac. R. R. Co. 
a "+ > opp Assn. of Chicago et al. 
oO. eta 
9569—Diamond Lumber Co. vs. C. M. & St. P. Ry. Co. 
9990—St. Ellen Coal Co. et al. vs. St. L. B. & E Ry Co. et al. 


June 15—Argument at Washington, D. C.: 
9728—California Canneries Co. vs. Sou. Pac. Co. et al. 
a Lumber Co. et al. vs. Northwestern Pac. R. RB 
o. et 
or 7" manne Valley Lumbermen’s Assn. vs. Sou. Pac. Co. 
et a 
June 17—Washington, D. C.—Examiner Hillyer: 
4181—Industrial Railways case, in the matter of allowances t0 
short lines of railroads serving industries, Northampton & 
Bath R. R. Co. 
ay 17—Argument at Washington, D. C.: 
& S. 1024—Southwestern potato rates. 
: he Btn Club of Greeley et al. vs. Colo. & Sou. RY. 
Co. et al. 
June 17—El Paso, Tex.—Commissioner Aitchison: 
10122—Daylight Zone investigation for all parties in New Mex- 
ico, southern and western Texas. 


June 17—Chicago, lil.—Commissioner Wooley: 
10108—Petroleum and product case. 


June 18—Argument at Washington, D. C.: 

* 7969—National Poultry, Butter and Egg Assn. VS. 
S. W. R. R. Co. et al. 

* 7969, — No. 1—Kansas Car Lot Egg Shippers’ Assn. vs. B. & 
O. S. W. R. R. Co. et al. 
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+7969, Sub. No. 2—Merrell-Soule Co. vs. Erie R. R. Co. et al. 
+7988—Cheese Dealers’ Assn. Co. vs. B. & O. R. R. Co. et al. 


+ 9265—Hanford Produce Co. vs. B. & O. R. R. Co. et al. 

+9631—Swift & Co. vs. Aberdeen & Rockfish R. R. Co. et al. 

+9981—Morris & Co. vs. Aberdeen & Rockfish R. R. Co. et al. 

#9698—Live Poultry & D. S. Traffic Assn. et al. vs. Aberdeen & 
Rockfish R. R. Co. et al. 

:9717—Wilson & Co., Inc., vs. Ahnapee & Western Ry. Co. et al. 

:9747—Cheese Shippers’ Traffic Assn. et al. vs. Ahnapee & 
Western Ry. Co. et al. 

#9753—Armour & Co. et al. vs. Alabama & Vicksburg Ry. -Co. 
et al. 

+9755—National P. B. & E. Assn. et al. vs. Aberdeen & Rockfish 
R. R. Co. et al. 

+9771—George Ehrat & Co. et al. vs. B. & O. R. R. Co. et al. 

oe Packing Co. vs. Ahnapee & Western Ry. 
Co. et al. 

:9314—Indianapolis Chamber of Commerce et al. vs. P. C. C. & 
St. L. R. R. Co. et al. 

eye Poultry & D. S. Traffic Assn. vs. A. T. & S. F. Ry. 
Co. et al. 

:9955—Phenix Cheese Co. vs. Adirondack & St. L. R. R. Co. 


et al. 
+ 9904—William J. Moxley et al. vs. B. & O. R. R. Co. et al. 


june 19—New York, N. Y.—Examiner Mattingly: 

+ 10174—National Tube Co. vs. P. C. C. & St. L. Ry. Co. et al. 

june 19—Argument at Washington, D. C.: 

he eo" Car Lot Egg Shippers’ Assn. vs. B. & O. R. R. 
Co. et al. 

+ 9633—Swift & Co. vs. Wabash Ry. Co. et al. 

¢8713—Armour & Co. vs. Wabash Ry. Co. et al. 

#9957—William J. Moxley vs. Wabash Ry. Co. et al. 


june 20-21—Argument at Washington, D. C., in the matter of- 


valuation of property of (Valuation Docket No. 4) K. C. S. 
Ry. Co., Maywood & Sugar Creek Ry. Co., Poteau Valley 
R. R. Co., Ark. Western Ry. Co., Ft. Smith & Van Buren 
Ry. Co., Texarkana & Ft. S. Ry. Co., K. C. S. & G. Ry. Co., 
K. C. & S. G. Term. Co., Port Arthur Canal & Dock Co., 
Glenn Pool Tank Line. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and _ transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 
Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
re a Sia are Sia eg i ee a tee President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 





cats oh enn ek ae ee cha Vice-President 
Manager Transportation Department, Boston Chamber of 
Commerce. 
OE PR Fn ee eee aoe rer Secretary-Treasurer 
T. M. Crane Company, 836 South Michigan Avenue, Chi- 
cago, Ill. 
TI PO cc a ater we eal aaa Sa gall Assistant Secretary 


5 North La Salle Street, Chicago, Il. 





MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Ill. 


A. N. Bradford 


SS 3 eee re arin re Vice-President 
Ie. SEMEN .c <-c:n5:o0e(cia wie ie alee ow olakewiat Secretary-Treasurer 
eR RIS co -, 33)c ce spanned acaraenints cuamianb aioe aaasee Traffic Manager 


All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Il. 


General Offices, BALTIMORE, MD. 


be promptly furnished. ; 
Mileage at present operated, 7 miles; additional under construction. 
Lighterage connection with 
Exceptional location for plants desiring tidewater delivery. 


with the Western Maryland via float to Wagner’s Point, C. & C. B. R. 


THE TRAFFIC WORLD 


CHESAPEAKE & CURTIS BAY RAILROAD 


New York Offices, 90 West St., New York 


R. R. GOVIN, President, 90 West Street, New York. 

R. D. UPHAM, First Vice-President, 90 West Street, New York. 

0. E. THURBER, Second Vice-President, 90, West Street, New York. 

GEO. K. LOWELL, Third Vice-President, in charge of Operation and Traffic, 
90 West Street, New York. 

N. B. HERSLOFF, Treasurer, 90 West Street, New York. 

G. W. S. Whitney, Secretary, 90 West Street, New York. 

S. J. NATHAN, Freight and Traffic Manager, 90 West Street, New York. 


EXTENDS FROM WAGNER’S POINT TO CURTIS BAY 


The Chesapeake & Curtis Bay Railroad Co., having its terminal at deep water, Baltimore, Md., is in a position to receive all foreign freight destined 


to interior ports and to take care of outgoing freight for foreign countries. f : 
This company maintains a high standard of service in the handling of shipments to and from the industries located on its line. The territory covered by 


this railroad offers superior sites for the location of industries of every description. Firms, individuals and corporations contemplating the location of business 
enterprises are invited to correspond with Samuel J. Nathan, 90 West Street, New York City. 


all coastwise lines out of Baltimore for seaboard ports. 


CONNECTIONS—At Clinton Street with the Pennsylvania Railroad % on. -? ‘sa Point. C: & C. B. BR. R. 
. to Curtis Bay. 
Through connections via these routes to all points East, West, North and South. Industries located on our line have the advantage of flat Baltimore rate. 
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POSITIONS WANTED OR OPEN 


GOOD TRAFFIC MEN ARE MORE THAN EVER IN DE- 
MAND and THE TRAFFIC WORLD is the logical medium for 
getting the men and the positions in touch with one another. 
The rates for classified advertisements are as follows: Five 
cents per word first insertion, three cents per word second in- 
sertion and two cents per word for each additional insertion, 











concern, man versed in the 
rates. Outline experience and 
Answer Erie, care of The Traffic 


WANTED—By an _ industrial 
quotation and compilation of 
state salary desired in answer. 
World, Chicago. 


WANTED—Position as Traffic Manager or assistant. At pres- 
ent in traffic department large western road, Chicago. Years 
of experience handling domestic and foreign traffic. Married, 
steady, sober; age 43. Can furnish Al references. Give full 
particulars. Address B. N. care of The Traffic World, 
Chicago. 


462, 


IN THESE TIMES a good traffic man is one of the best assets 
any concern can have. I have excellent knowledge of rates, 
routes, claims, rulings and all matters pertaining to traffic. 
Railroad and commercial experience. High grade executive: 
strictly sober; not afraid of work. Address B 720, care of 
Traffic World, Chicago. 


TRAINED TRAFFIC MAN, well posted and thoroughly inter- 
ested in traffic details, desires to permanently locate in a lively 
traffic department in a growing industry that will offer an 
opportunity for gaining more practical experience and an op- 
portunity to advance. Salary is not the first consideration, but 
a position offering experience and a good future is what I 
desire. Address X. Y. Z., care of Traffic World, Chicago. 











WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400. 2500S. Robey St., Chicago, Jil. 


Your Prospective Customers 


are listed in our Catalog of 99% guaranteed Mailing Lists. It also 
vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Zinc 
Mines, etc. This valuable Reference Book free. Write for it. 


Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 


Service will improve both your plan and copy, thusinsur- 
ing maximum profits. Submit your literature for pre~ 
liminary analysis and quotation—no obligation. 


Ross-Gould 
Marling 
BeStS St.Louis 











J. R. DRANEY, Assistant Freight and Traffic Manager, 90 West Street, 
New York. 


$. oe BOYD, General Counsel, Builders’ Exchange Bldg., Baltimore, 
T. W. ‘MALEY, General Auditor, 90 West Street, New York. 


Cc. W.: KELLY, Assistant Auditor, 90 West Street, New York. 
J. P. CONNOR, Superintendent, Wagners Point, Baltimore, Md. 


Maps and full information concerning available property will 






a to Curtis Bay. At Port Covington 
With the Baltimore & Ohio Sewall Branch at Wagner’s Point. 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, 
CUSTOM HOUSE BROKERS, ETC. 


Cable Address “HARSTEELE” 
Established 1900 


Fernardng The J. H. W. Steele Co. inc. 


insurance Banking Foreign Exchange 


New Orleans Galveston Texas City . 
Savannah Chicago 
Special attention given to shipments through New 
Orleans for Latin Americas. We are prepared to arrange 
financing or credits on shipments. 


CENTRAL STORAGE CO. 


GRAND ISLAND, NEBR. 


Merchandise and General Storage 
Transferring and Forwarding 
Distributors for Central and Western Nebraska 


Western Transfer and Storage Co. 


220 TO 226 STANTON ST. 

EL PASO, TEXAS 
FORWARDERS AND DISTRIBUTORS 
DISTRIBUTION CARS A SPECIALTY 

TWO WAREHOUSES ON TRACK 
The only FIREPROOF storage in El] Paso 


Cut Rate Package Car Service from Seaboard Territory 


EDGAR’S SUGAR HOUSE, INC. 


620-532 LAFAYETTE BLVD. 
DETROIT, MICH. 


Eight fireproof warehouses on tracks of principal rail- 
roads. The only two fireproof warehouses on the river 
front. Lowest insurance rates in the city. Twelve auto 
trucks for delivery. Write for further particulars. 


New York 








Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. 


Storage, Transfer and Forwarding 


Warehouse on New York Central Tracks 


The Wiley & Nicholls Co. 


UNITED STATES BONDED WAREHOUSES AND 
GENERAL STORAGE-DISTRIBUTORS 
Warehousemen and Forwarding Agents. Drayage and 


Heavy Huauling a Specialty. Fireproof Warehouse. Low- 
est Insurance Rate in City. 


GALVESTON, TEXAS 





Main Office Branch Office 


OAKLAND CALIFORNIA SACRAMENTO 


325 Thirteenth St. Iith and R Sts 


POOL CAR SERVICE 


L.C.L. Shipments at C.L.Rates 


LAWRENCE WAREHOUSE©@ 


Operating |!7 Warehouses and Docks 





CHICAGO 


Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street. 


Teaming of Every Description—City Delivery Service 
and Carload Distributors 


RESHIPPING WAREHOUSE 
F.W. HAGEN & CO. 1131 EAST 771m STREET 


CHICAGO, ILL. 


LOGICAL DISTRIBUTING CENTRE 
Central House, Dock House (100’ x 400’) 
Grand Crossing [1. South Chicago, TL. 
I. C. or Nickel Plate Delivery. Belt By. of Chgo. or E. J. & E. Del’y 
Ample Private Car Switch and Lake Michigan Dock Facilities 
Thru Transit and Chicago Freight Rates Protected. 
MERCHANDISE STORAGE, TRANSFERRING IN TRANSIT 
AND TRANSHIPPING 
Governed by [llinois Public (tilities Commission. 


CHARLOTTE, N. C. 


Best distributing point in North _ South Carolina. 
Pool Car Distribution, General Merchandise Warehouse, 
Fireproof Building, North and South Carolina Distributors 
for Westinghouse Electric Co., De Laval Separator Co., 
New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
Packing Co., Chicago, II. (Soap Products). Rates 
quoted for storage and reshipping mixed cars. Write us, 


AMERICAN BROKERAGE & WAREHOUSE CO. 


LINCOLN, NEB. 


Best Distribution Point In the West 
Merchandise in car lots distributed to all points. House- 
hold goods assembled and shipped in car lots at reduced 
rates. Cars sent to our warehouses without charge. 


GENERAL DRAYAGE AND STORAGE 
Fireproof Buildings—Trackage Space, 7 cars. 
Service—the foundation of our success. 


CARTER TRANSFER & STORAGE CO., 8th and Q Sts. 


ST. JOSEPH TRANSFER CO. 
sspONY EXPRESS” : 
ST. JOSEPH - : - - MO. 


MERCHANDISE STORAGE WAREHOUSE. 
CARLOAD AND L. C. L. DISTRIBUTION. 
PROMPT SERVICE GUARANTEED. 


CHICAGO 


Chicago Storage & Transfer Co. (Not Inc.) 
5817-61 WEST 6STH STREET 


Excellent facilities for shipping L. C. L. lots without cartage. Carload 
distribution a specialty. Daily motor deliveries throughout the city at 
very reasonable prices. Floors for rent. 


INSURANCE RATE, 15 CENTS 


GENERAL 








24-CAR SWITCH 


ROCHESTER, NEW YORK 


General Storage. Carload Distribution. 


Excellent facilities for reshipping without cartage. Iinsur- 
ance rate 12 cents. Members of American Warehouse- 
men’s Association and American Chain of Warehouses. 


Write for particulars. 
B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 


Forwarding. 


Byvank Transfer & Storage (o. 


823-825 Lafayette St. 
WATERLOO, IOWA 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY 


Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY. 


transfer aad 
Bonded #74 


Import and export freight contractors, 
reshipping agents, custom house brokers. 
free warehouses. 
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EN, EDIRECTORY OF ATTORNEYS 





ohn R. Walker Claude W. Owen 
— WALKER & OWEN. 
TREET ATTORNEYS AT LAW 
Interstate Commerce Litigation 

. Exclusively 

) 

E. Del’'y feuunsey Bldg., WASHINGTON, D. C. 
6s. 

tANSIT 






















C. 
‘Olina, 
10uUse, 
vutors 
: oo 
idahy 
Rates 
te us, 
0. Bureau of Applied Economics 
Southern Building, Washington, D. C. 
Transcription, Compilation and Analysis 
of Data from Records of Interstate Com- 
ouse- merce Commission. 
luced Exhibits Se ag for Freight 
Rate Cases. 
References Furnished. 
Correspondence Solicited. 
Sts. 
BORDERS, WALTER & BURCHMORE3 
Luther M. Walter John S. Burchmore 
Formerly Attorne eys for 
Interstate Commerce Commission 
Matters Affecting Carriers and 
_ Public Utilities 
ca 1630 First Nat’l Bank Blidg., CHICAGO 
TRAFFIC MANAGERS 
1c.) All Traffic and Transportation Matters 
Interstate Commerce and State Commis- 
sion Cases. 
rload SAN FRANCISCO, CAL. 
ty at Merchants’ Exchange 
-H Oakland, Cal., Los Angeles, Cal. 


ist Sav. Bank Bldg. 


JOHN ANDREW RONAN 


ATTORNEY AT LAW AND COMMERCE 
COUNSEL 


Kerckhoff Bldg. 





Twenty Years’ Practical Experlence In 
Transportation and Traffic Matters 


ae 5 715 CRILLY _ 
5 SO. DEARBORN ST 
CHICA 





LAW OFFICES OF 


Francis B. James 
804-5-6-7-8 Westory Building 
WASHINGTON, D. C. 


Francis B. James, Commerce Counsel Er. EB Wil- 
Cc. — ns Specialist; Bwing H. 


Bece Counsel, and W ae ae -B— 
° 5 erce 

an ayneé 2, 
uid INTERSTATE COMMERCE, STATS PUBLIC UTIL- 
nl MY, UNITED STATES SHIPPING, FEDERAL 


TADE AND OTHER ADMINISTRATIVE MATTERS 


THE TRAFFIC WORLD 


IR. W. ROPIEQUET 


ATTORNEY AT LAW 
Interstate Commerce and Public 
Utilities 


Murphy Bullding, East St. Louls, tt. 
506 Mermod & Jaccard Bidg., St. Louls, Mo. 





WALTER E. McCORNACK 


Formerly attorney for Interstate Com- 
merce Commission; Counselor at Law 


Suite 1337 First National Bank Bldg., 
Chicago, Ill. 





Author of “INTERSTATE COMMERCE,” an au- 
thoritative legal treatise on the Federal regulation 
of interstate commerce and common carriers. 


HARRY C. BARNES 


Commerce Attorney and | Counselor 
~~~ Interstate Commerce Commission = 
Federal Trade Commission 

and Antitrust Cases 


Marquette Building Union Trust Bullding 
CHICAGO. CINCINNATI. 





S. C. BATES 


ATTORNEY AT LAW 


315-16-17 Holland Building 
SPRINGFIELD, MO. 


Interstate Commerce and Public Service 
Commission Cases. 


THOMAS L. PHILIPS 


ATTORNEY AT LAW 
Sulte 1806, Third Natlonal Bank Bldg., 
ST. LOUIS, MO. 
Formerly attorney Missouri Pacific and St. L, I. M. 
& S. Ry. companies, Denver & Rio Grande R. R. 
Co. and American Refrigerator Transit Co. Counsel 


in Interstate Commerce and Public Service and Util- 
ity Commission cases. 


ARTHUR B. HAYES 


ATTORNEY AT LAW 
Colorado Building, Washington, D. C. 


Former Member of the Department of Justice as 
Solicitor of Internal Revenue 


Interstate Commerce Litigation 
a Specialty 








Cc. D. CHAMBERLIN 


Attorney at Law and Commerce 
Counsel 


828-25 Guardian Bldg., Cleveland, O. 





PRACTICING BEFORE THE 
INTERSTATE COMMERCE COMMISSION 


1273 


CLIFFORD THORNE 


Lytton Buliding, 
Chicago. 


Rate and Valuation Cases 
Before Courts and Commissions. 


JEAN PAUL MULLER 


ACCOUNTANT AND ATTORNEY-AT-LAW 
420-424 Woodward Bidg., Washington, D. C. 


Cases Involving Financial and Operating Analyses, 

of Service Tests and Comparisons, and Other 
Rate Litigation before State and Federal Commis- 

sions and urts. 7 





JOHN P. DEVANEY 
ATTORNEY AT LAW 


LAW OF CARRIERS AND INTERSTATE 
COMMERCE PRACTICE 


Suite 819-24 First Nat.-Soo Line Bidg. 


MINNEAPOLIS, MINN. 
H. J. SHAY, Notary. 


HAL H. SMITH 


(Beaumont, Smith & Harris) 


Practices Before Interstate Com- 
merce Commission 


1123-28 Ford Bldg., Detroit, Mich. 


H. L. Winston 


WINSTON & SLAWTER 


B. E. Slawter 


Practice before Interstate Commerce 
Commission and State Railroad 
Commissions. 


Hibernia Bank Blidg., New Orleans, La. 


\ 


RICHARD TOWNSEND 


COUNSELLOR AT LAW 


Commerce _ counsel, practicing before 
{nterstate Commerce Commission and 
Public Service Commissions. Six years’ 
practical experience in traffic matters. 


829 OLIVER BLDG., 
PITTSBURGH, PA. 





GEORGE B. WEBSTER 


Counsel in Interstate Commerce and 
Public Service Commission Cases 


International Life Building 
St. Louis 








As a Friend of THE TRAFFIC WORLD please mention this paper In writing to attorneys. 
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THE TRAFFIC SERVICE BUREAU 


WASHINGTON, Colorado Building CHICAGO, 418-430 S. Market Street 
Telephone, Main 3340 Telephone, Harrison 8808 
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SITIONS WANTED OR OPEN 


g00D TRAFFIC MEN ARE MORE THAN EVER IN DE- 
AND and THE TRAFFIC WORLD is the logical medium for 
iting the men and the positions in touch with one another. 
2 rates for classified advertisements are as follows: Five 
ints per word first insertion, three cents per word second in- 
ion and two cents per word for each additional insertion, 
vable in advance. Answers to keyed advertisements for- 
arded free and all correspondence held in strict confidence. 
TRAFFIC WORLD, 418 South Market Street, Chicago. IIl. 





WANTED—By an_ industrial concern, man versed in the 
otation and compilation of rates. Outline experience and 
ate salary desired in answer. Answer Erie, care of The Traffic 
world, Chicago. 


IN THESE TIMES a good traffic man is one of the best assets 
y concern can have. I have excellent knowledge of rates, 
utes, Claims, rulings and all matters pertaining to traffic. 
ailroad and commercial experience. High grade executive; 
rictly sober; not afraid of work. Address B 720, care of 
afic World, Chicago. 


TRAINED TRAFFIC MAN, well posted and thoroughly inter- 
sted in traffic details, desires to permanently locate in a lively 
frafic department in a growing industry that will offer an 
portunity for gaining more practical experience and an op- 
mrtunity to advance. Salary is not the first consideration, but 
position offering experience and a_ good future is what I 
sire. Address X. Y. Z., care of Traffic World, Chicago. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
e object of this league is to interchange ideas concerning 
rafic matters, to co-operate with the Interstate Commerce 
ommission, state railroad commissions and _ transportation 
pmpanies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
f the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
rd harmful to the free interchange of commerce; with the 
iew to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 


eee ee a er eae a eee a President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 


















Se SE 5 5 a avers lain eee emer e eee ore Vice-President 

Manager Transportation Department, Boston Chamber of 
Commerce. 

OEE, MUNIN 5a: ava: iosalaepscye ointacen aaa maneareckineel Secretary-Treasurer 


T. M. Crane Company, 836 South Michigan Avenue, Chi- 
cago, Ill. 
SE OOS hniccsc a0is c0's0.00 Wed sipncns.niedecss cs nee Beecenrer 
5 North La Salle Street, Chicago, Il. 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Ill. 


NINN i550 B ciale din alin al badieceoh aoe dean Sieidaain Oe President 










BR sso ecciele-oie nin ib oA:nie et ee ecm seen es apisies Vice-President 
ED. 655 b5 Gina oa nena haweaeudkedaes Secretary-Treasurer 
IE a aie sy cnn a wigs a mda eo bea ae eh aloes Traffic Manager 


All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, III. 









+ 
Your Prospective Customers 
are listed in our Catalog of 99% guaranteed Mailing Lists. It also 
contains vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Zinc 
Mines, etc. This valuable Reference Book free. Write for it. 


Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 
Service will improve both your plan and copy, thusinsur- 
ing maximum profits. Submit your literature for pre- 
liminary analysis and quotation—no obligation. 


Ross-Gould 
Mailing 
Lasts St.Louis 












WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400. 2500 S. Robey St., Chicago, Ill. 
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Storage Batteries 
for Every Purpose 


Batteries manufactured by this com- 
pany are used by central lighting and 
power companies; by telephone and 
telegraph companies and for wireless; 
mining locomotives, railway car 
lighting, switch and signal service, 
battery street cars, electric 
vehicles, industrial trucks, auto- 
mobile starting and lighting —in 
a word, wherever there is use for 
storage battely power. 


THE ELECTRIC STORAGE BATTERY CO. 


The oldest and largest manufacturer of Storage Batteries 
in the country 


1888s PHILADELPHIA, PA. 1918 
New York, Boston, Washington, Minneapolis, Denver, Detroit 


San Francisco, Kansas City, Chicago, Cleveland, Atlanta, 
Pittsburgh, St. Louis, Rochester, Toronto. 


Manufacturer of the famous ‘‘ fronclad<Exide’’, **exide’’, 
‘* WycapsExide’’ and * Thin=Exide ’* Batteries. 










Safeguard 
Your Shipments 


The day of hand-lettered shipments is past. It was a slow, 
cumbersome and uncertain system at best. Leading firms in all 
branches of industry are now marking their shipments boldly, 
plainly, legibly, with stencils cut on 


OSAe i [) EAI STENCIL 
eke ae 

= mn w= MACHINE 
In less than half a minute the Ideal cuts paper stencils of 
your customers’ names and addresses—each stencil marks any 
number of shipments—every one alike. Stencil-marked ship- 


ments not only are sure to go through with promptness and 
dispatch, but have a clean-cut, businesslike appearance. 


OUR FREE BOOKLET 


On shipping efficiency, ‘‘Safeguarding Your 
Shipments,’’ explains the superiority of the 
Ideal. This booklet, with sample stencils, 
will be sent free on request. Write for it 
at once. 


Ideal Stencil Machine Co. 


20 Ideal Block Belleville, Ill. 
Sales Offices in Principal Cities 
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OU will find in towns near the camps of the American Expedition- It ma 
ary Forces in France the familiar Wells Fargo trade mark wel- Mi senato 
coming you into the office of the Société Générale. For over half a Brather 
century Wells Fargo has had close relations with this great financial stance 
institution and its 1,100 branches. Through the cooperation and assist- Mi istrati 
ance of this great banking organization Wells Fargo is equipped and MM ithad 
ready to serve our boys. The following are among the many services Be civen 
offered you at our Paris offiee, 4 rue Scribe, or through any office of the i iectur 
Société Générale located near our troops: im one h: 
tioned 

Similar arrangements have been provided for at our London office, 28. anyon 
Charles Street (Haymarket); at our Liverpool office, 16 Brunswick im explar 
Street, and at the various branches of the Union of London and Smith’s im conclu 
Bank in England, at points where American troops are in camp in that Mm that a 
country. Senat« 
Eve 

In London and Paris, Wells Fargo long ago established its own offices. tors h 
They aim to be home centers for Americans. would 
been | 


Wells Fargo Will Be Happy to Serve You 7 
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